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Lord Roydon on Railway Charges 


ORD ROYDON, presiding at the annual meeting of the 
London Midland & Scoctish Railway Company, made it 
clear that the railways do not intend to wait until after control 
comes to an end before seeking to adjust their charges to the 
considerably higher level of costs which has become operative 
as a result of the war. He pointed out that once the charging 
machinery for peacetime operation is decided, it will require a 
considerable period before it can be put into force, and that 
the time is approaching when the provisions in the railway 
control agreement will need to be implemented in this respect. 
Since 1939 railway charges, with certain exceptions, have 
increased by 16% per cent., but costs of labour and material 
have risen much more steeply. On the assumption that higher 
costs will continue after the war, it will be necessary to adjust 
charges to cover increased costs. Regard will also have to be 
had to net revenue in relation to the standard revenue which 
Parliament has decided it is in the public interest that the 
railways should earn as a reasonable return on capital. Lord 
Roydon was also able to give some account of the part that the 
railway workshops have played in the construction of war 
materials, in which connection he paid a tribute to Mr. A. E. 
Fairburn, the Chief Mechanical & Electrical Engineer of the 
company. 
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Sir Ronald Matthews on L.N.E.R. Plans 


Sir Ronald Matthews, in his address at the L.N.E.R. meeting, 
also dealt at some length with the need for the early adjustment 
of railway charges to costs, and pointed out that revenue 
expenditure of the controlled railways immediately before the 
war was about £165} million a year. A comparable figure for 
1943 was about £250 million, an increase of 51 per cent., and 
for 1944 it was certain to be still greater. He urged that the 
whole matter must be thought out and settled well before the 
time came for any increase to be put into operation. Sir Ronald 
Matthews also told his stockholders that discussions were taking 
place with representatives of the interests concerned, with a 
view to reaching agreement as to the best means of securing a 
greater measure of common user of privately-owned wagons, an 
extended user of high-capacity wagons, and the adoption of such 
standardised types of wagons as would best meet the needs of 
the coal trade. Long-term programmes also had been developed 
for the building of locomotives, carriages and wagons, and these 
would be put into effect as soon as conditions permitted. Suit- 
able standard designs for rolling stock were being developed, and 
in addition to the steel and timber passenger coach which was 
the offspring of the ingenious brain of Sir Charles Newton, a 
small but comprehensive range of locomotive designs had been 
decided on to secure maximum economy in construction and 
efficiency in operation. 
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Great Northern Railway (Ireland) Meeting 


Lord Glenavy in the course oi his speech at the annual meeting 
of the Great Northern Railway Company (Ireland) explained 
that the raising of the dividend on the ordinary stock by 1. per 
cent. was being made in the form of a bonus because of 
difficulty in foreseeing the future. He dealt at some length with 
the many transient factors which have gone to give the railway 
its record net income of £764,731, and pointed out that results 
for the past year showed how peculiarly dependent for maxi- 
mum efficiency and maximum economy was a railway on its 
ability to work at or near full capacity. Receipts from road 
transport services, which had again risen sharply, represented 
an increasingly important element in the income of the com- 
pany, and the passenger journeys by the buses of the company 
were as many as the journeys by rail of passengers originating 
within the same part of the territory as the railway. Dealing 
with recent legislation passed in Ireland, Lord Glenavy pointed 
out that no very substantial relief would accrue to the Great 
Northern Railway and the need remained as strong as ever to 
overcome the problem arising from the great excess of the means 
of transport over the traffic requiring to be transported. That 
had not been even partially achieved by recent legislation. 


British Railway Investments in Chile 


The British investment position in Chile has undergone some 
deterioration during the past year. Statistics compiled by The 
South American Journal show that the total investment declined 
slightly at £50,193,610, and that the average return was 1-5 per 
cent. against 1-8 per cent. in each of the two previous years. 
The amount which went without remuneration was also a little 
less at £12,427,844, but it was still about 25 per cent. of the 
total. The amount of British capital invested in Chile has 
declined since 1930, and from having the soundest and best 
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credit record of any South American Republic, Chile has suffered 
severely in recent years from the collapse of the nitrate industry. 
Capital invested in the railways of Chile totals £16,491,898, on 
which last year interest of £180,470, equal to 1-1 per cent., was 
compared with £208,804, or 1-2 per cent., for the 
previous year. The amount of capital receiving no interest was 
£9,615,344 against £10,282,944. Some small debenture redemp- 
tions have reduced the capital outstanding in the Chilean railway 
group from £17,215,092 at which it stood in 1943. 
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Government Surplus Machine Tools 


The Machine Tool Control has announced that the new 
arrangements designed to facilitate the disposal of Government 
surplus machine tools (those not in the possession of contractors), 
in the interests of industrial re-equipment will come into opera- 
tion on March 15. From that date stock records giving brief 
specification, price and location of every Government machine 
tool which becomes available for disposal by the Control will 
be maintained in each of the Machine Tool Control Offices. 
[hese records will be open for inspection so that purchasers 
may ascertain which machines are available by personal visits 
to the office most convenient to them. Sales will be on a cash 
basis and each machine will be sold as inspected by purchaser 
and loaded on his vehicle at store. Purchasers will be required 
to give an undertaking that machines will be used in their 
business in the United Kingdom, and purchases of used machines 
for stock or re-sale will not be permitted. It is recognised that 
many purchasers will decide in specific instances that a machine 
tool merchant can render them a service by selecting and 
inspecting suitable machines. Every transaction will be directly 
between the Ministry of Supply and the user and the price will 
be the same whether or not he decides to use the services of a 
arrangements do not apply to Govern 
machine tools in the possession of contractors. 
should address any inquiries relating to 
Department with which they hold an 


merchant. These 
ment-owned 
These contractors 
such machines to the 
igreement. 


L.N.E.R. Commercial School 


Arrangements have been put in hand for the establishment of 
in L.N.E.R. commercial school at Darlington, on similar lines 
to the operating school which has been established at Grantly 
for some time. Sir Ronald Matthews, Chairman of the London 
* North Eastern Railway Company, at the annual meeting last 
week told the stockholders that accommodation would be 
ivailable for 20 students and a syllabus covering an intensive and 
pecialised course of four weeks’ duration had been prepared. 
The principal object of the school is to provide refresher courses 
for staff returning from the Forces. Until it is required for 
that purpose, effective use can be made of the premises as a 
lerical training centre, in place of those previously in operation 
it Scarborough and Whitley Bay. In our July 14, 1944, issue, 
we dealt at some length with the curriculum and conduct of the 
school at Grantly, which was opened on January 13, 1944, by 
Sir Charles Newton Ihe Principal of the school is Mr. T. B. 
Hare. The L.N.E.R. is particularly well placed in the matter 
of training schools, for early in 1943 the Watton House, Hert 
fordshire, school for station clerical staff, the third to be estab 
lished by the company, was opened. 


The Train of the Future 

Some interesting suggestions as to post-war railway coach 
‘quipment is made in letters from members of the L.M.S.R. staff 
to that company’s staff magazine Carry On. Two writers stress 
the desirability of providing buffet cars on long-distance trains, 
and one suggests that both buffet car and restaurant car should 
be run on the same train, as on the pre-war L.N.E.R. “ Flying 
Scotsman.’”’ Hairdressing compartments, cinema coaches, and 
radio-equipped coaches, which are included among the proposals, 
ire not novelties, so far as this country is concerned; the 
L.N.E.R. has experimented with all three, and certainly neither 
the hairdresser nor the cinema lacked patronage; but whether 
there is financial or practical justification for the additional 
weight haulage is another matter. One letter even suggests a 

shop ’’ on the long-distance train for the sale of papers, books, 
and fancy goods. Another novel suggestion is the provision of a 
nursery coach for children in the care of a trained nurse; in this 
matter experiment would be needed to see what response would 
be made by parents to the inclusion of such a facility. One 
simple and admirable suggestion is that’ on trains composed of 
several through portions, every coach should carry, at the end of 
the corridor, an inside destination board. Such “‘ inside infor- 
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mation might have a good many anxious questions by 
passengers as to whether they are in the right vehicle. 


Grading Equipment for Railways 

The evolution during recent years of heavy equipment 
handling soil displacement on a large scale is opening new possi 
bilities to railways, of which some of the major American lines 
are taking full advantage. The Southern Pacific, for example, 
now has its own heavy-duty grading organisation, which has 
at its disposal 16 carryalls, one of 24 cu. yd., two of 18 cu. yd., 
two of 12 cu. yd., and the remaining eleven of smaller capacities, 
together with caterpillar tractors, a rooter, a sheep’s foot roller 
an air-compressor, and other equipment. Although the first 
Southern Pacific use of a crawler-tractor was as far back as 1924 
it was, perhaps, the recently-completed 30-mile relocation of th 
San Francisco-Portland main line in Northern California, in con 
nection with the Shasta Dam, which required the excavation o| 
5,600,000 cu. yd. of material, that laid the greatest stress on the 
value of this equipment; most of the grading work was done by 
carryalls of 18 to 32 cu. yd. capacity. One important use t 
which the Southern Pacific is putting its new grading organisa 
tion is the opening-out of tunnels of which the clearances are 
too scant for its 195 large modern articulated locomotives: a 
good deal of work of this description is now being carried out 
on the San Joaquin route between Los Angeles and San Fran 
cisco, and in most cases the opening-out into cuttings proves t 
be cheaper and more expeditious than enlarging the tunnels 
The equipment is also proving most useful in dealing with 
landslides and washouts, in addition to normal grading 
operations. 


U.S.A. Streamliner Plans 


Plans that have been made public by. the railways of. the 
United States make it clear that a very considerable extension 
of the streamline train services of that country will take place 
immediately the War Production Board permits the building of 
the necessary rolling stock and motive power, for which a 
number of orders already has been placed. Of these plans the 
most important is that of the Great Northern Railway, which is 
to turn its well-known ‘‘ Empire Builder’ express, between 
Chicago and Seattle, into a diesel-hauled streamline service; this 
development will meet the complaint of Seattle and Tacoma that 
hitherto they have been neglected in the matter of high speed 
communication with the Middle West as compared with Los 
Angeles, San Francisco, and Portland. Five complete trains will 
be needed to provide a daily service, in view of the distance 
covered, at a cost of $7,000,000. Other companies which con- 
template buying their first streamliners are the Louisville & 
Nashville, for the Cincinnati-New Orleans line, the Chicago & 
Eastern Illinois, to run between Chicago and both St. Louis 
and Evansville, and the Pere Marquette, which hitherto has run 
no fast trains of any description over its lines; and the Northern 
Pacific. Extension of existing streamline services is planned 
by the Chicago & North Western, Illinois Central, Atchison 
Topeka & Santa Fe, Southern Pacific, and Chicago, Rock Island 
& Pacific Railways. 
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Diesel High-Speed Reliability 

One of the most remarkable tributes which could be paid, bot! 
to the efficiency of American high-speed train operation and to 
the reliability of diesel-electric propulsion, is seen in the current 
schedules of the ‘‘ Twin Cities Zephyr ’’ streamliners of th 
Chicago, Burlington & Quincy Railroad. The westbound ‘‘ Morn- 
ing Zephyr,’’ a nine-car train of stainless steel lightweight stock 
leaves Chicago at 9 a.m. for St. Paul and Minneapolis. By 
3.15 p.m. it is due in St. Paul, having covered 427 miles in 
6} hr., at an overall average of 68-3 m.p.h., including eight 
intermediate stops; between two of these, East Dubuque and 
Prairie du Chien, ‘the ‘‘ Morning Zephyr ’’ makes the fastest run 
in the world by covering 54-6 miles in 39 min., at 84 m.p.h. fron 
start to stop. From St. Paul to Minneapolis, though only 10 
miles, is a complex stretch of track, and it is 3.45 p.m. befor 
the train arrives in the latter city. Yet 15 minutes later, after 
having been turned, cleaned, and examined, the westbound 
‘“Morning Zephyr’’ has become the eastbound ‘‘ Afternoon 
Zephyr,’’ and is on its way back to Chicago, which is reached at 
11 p.m. In 14 hr. overall, therefore, this train has made a round 
journey of 874 miles, including 18 intermediate stops and the 
15-min. turn-round allowance at Minneapolis, and, moreover, is 
repeating the performance seven days a week—a total, weekly 
mileage of 6,118, of which 5,978 miles are run at an average ol 
68-3 m.p.h., stops included. The second ‘‘ Twin Cities Zephyr ' 
leaves Minneapolis eastbound at 8 a.m., reaches Chicago at 
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m., returns at 4 p.m., and is back in Minneapolis at 
and is therefore but little less tightly scheduled. 


seas a 
Fourth Aspect in France 


hen the French authorities decided, not long before the war, 

supersede the old Code des Signaux of 1885 by one based on 
modern principles and requirements they made provision for 
3-aspect colour-light signalling only and no fourth aspect, equiva- 
lent to the one met with in Great Britain. A reduced-speed 
louble-yellow aspect was provided at the approach to junctions, 
with reminder signal at the facing points themselves, but no 
similar aspect was to be found in ordinary through working. 
This was a little surprising as the old system had included two 
forms of the ‘‘ damier,’’ or caution signal, to indicate whether 
the signal was fixed at full braking distance from the stop signal 
in advance or not. The need for a fourth aspect in plain auto- 
matic signalling was recognised before the war when equipping 
the Sceaux line out of Paris, after the working had been taken 
ver by the Metro, but the aspects there adopted were peculiar 
to that section of line and not in conformity with the official 
code applicable to the main lines. It now appears, from an article 
by a French engineer in the Spanish press, that a fourth aspect 
has been accepted for those lines, and, as double yellow had been 
llocated specially to junction working, green over yellow has 
been chosen to indicate that the signal in advance is at single 
ell 
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Fuel Value of Locomotive Coals 


It is especially gratifying to learn that a British method of 
lassifying coals has proved to be of value to American engi- 
neers in their fuel-testing procedure. We learn from our 
\merican contemporary, the Railway Age, that in a paper pre- 
pared for the Railway Fuel & Traveling Engineers’ Association, 
handsome acknowledgment is made to British Standard Speci- 
fication No. 804 (1938) as the source of a means of grading coal 
by a ‘‘ swelling test.’’ The coal to be tested is air-dried and 
1 gram, passing a 60-mesh sieve, is placed in a crucible of 
fused silicon, covered with a lid, and then heated over a 
Bunsen flame capable of maintaining a temperature of 820 deg. C. 
1,508 deg. F.). After heating for 2} min., the resulting coke 
is removed from the crucible and its outiine is compared with a 
series of graded outlines given in a chart in the specification. 
The number against each outline in the chart is known as the 
swelling index.’’ This test, in conjunction with a determina- 
tion of the ash content, will show at once whether any par- 
ticular grade of coal can be used as locomotive fuel or not. 
he swelling index increases consistently with the quality of the 
oal, whether judged on a basis of heat value, fixed carbon, 
r moisture content. It is important to realise that the normal 
swelling index varies from district to district, that is, a good coal 
from each field has a characteristic swelling index. The com- 
parative values of coal, therefore, must be judged by their 
leviation from the normal figure for that field and not by the 
ibsolute figure. The Americans have certainly put the findings 
f British fuel experts to very good practical use; and their 
generous acknowledgment will be much appreciated by those 
vho drew up the specification. , 


saa um 
2-10-0 Locomotive for Central Uruguay Railway 


[The ten-coupled austerity locomotives in Great Britain 
lor the Ministry of Supply have aroused considerable interest 
in view of the length of the rigid wheelbase, and the relatively 
low axle-loads. In Uruguay, where the gauge is also 4 ft. 84 in., 
an engine with a rigid wheelbase of more than 17 ft. is imprac- 
ticable because of local conditions. Frequent curves from 13} ch. 
upwards, and turn-outs of 8 ch. abound, combined with gradients 
up to 1 in 47. To haul goods trains of 900 tons over these 
stringent track conditions where the maximum axle-load per- 
mitted is 13} tons, has resulted in a somewhat unusual type of 
2-10-0 locomotive, which has been designed by Mr. P. C. 
Dewhurst, Chief Mechanical Engineer, C.U.R., the outstanding 
teature of which is the flexible wheelbase of the coupled wheels, 
vhich has reduced the rigid wheelbase to 14 ft. 3 in.; this has 
een obtained by the use of Cartazzi-Dewhurst axleboxes for 
the trailing coupled wheels, and } in. side play in the horns of 
the leading coupled wheels. The total wheelbase of the coupled 
wheels is 19 ft. The axle loading of 13} tons maximum has 
necessitated the use of 3 cylinders so as to reduce the hammer- 
blow to a minimum and at the same time to take advantage 
f the evenness of torque. Elsewhere in this issue, a descrip- 
tion is given of the proposed locomotive, which has been designed 
lor post-war requirements. The design was commenced in 1943 
ind completed in May, 1944, before Mr. Dewhurst could have 
had any knowledge of the British austerity ten-coupled 
s0cOomMmotives. 
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Holiday Travel 

HE Railway Executive Committee issued an announcement 
last week endorsing the Government’s recent statement that 
the necessity for staggering holidays is more than ever necessary 
this year. The staggering of holidays is extremely desirable, not 
only from a railway transport point of view, but also because 
of the material advantages it would bring to holiday makers, 
the proprietors of seaside and holiday accommodation and those 
responsible for local entertainments and amenities. Yet, although 
these advantages are obvious, it is unfortunately the case that 
the efforts which have been made to secure a widespread adoption 
of the principle, both pre-war and during the war, have achieved 

only very limited success. 

There are various reasons for this, including the question of 
school holidays and the conflicting interests of different indus- 
tries, but probably the principal reason is the general desire of 
workers in any town to take their holidays together. The latter 
reason, we understand, was advanced by the committee on 
workers’ holidays which was appointed in February, 1939, with 
the approval of the Ministry of Labour, to consider the position 
likely to arise from the expected increase in the numbers of 
workers receiving holidays with pay. More recently, the Catering 
Wages Commission was asked by the Minister of Labour to 
consider as a matter of urgency the problem of effecting a 
staggering and spreadover of holidays and its enquiries are being 
expedited. 

From a railway point of view, the more extensive adoption of 
this principle, which was highly desirable pre-war, is now a 
matter of vital importance as, failing any material progress being 
made in this direction, holiday makers are likely to experience 
serious discomfort if they travel at weekends during the summer 
months, particularly in July or August, because of the shortage 
of locomotive power and passenger coaches. In the case of loco- 
motives, the concentration of railway workshops during the war 
on the production of aircraft, tanks; munitions, etc., resulted in 
a substantial reduction in the number of new engines constructed. 
This necessitated many engines being kept in service after they 
had reached the end of their economic life, and their subsequent 
maintenance has been a heavy task. The record traffics carried 
by the railways during the war have also necessitated more 
frequent repairs to locomotives generally because of the greatly 
increased train loads, the increased hours the engines are now in 
service and the inferior fuel which has to be used. Despite the 
increase in the repair work, railways have been unable to obtain 
sufficient labour in their running sheds and repair shops and this 
has caused a marked increase in the number of engines under 
and awaiting repair. A number of engines was also lost on the 
Continent in the early stages of the war and the shortage has 
been accentuated recently by the dispatch overseas of 800 loco- 
motives which had been loaned to the railways to assist them 
in their difficulties in 1944, and the requirement that a further 
200 are to be shipped by the end of March. All of these engines 
had to be put in running order .before shipment, a requirement 
which still further handicapped the railways in dealing with 
repairs to their own locomotives. 

There is also a serious shortage of passenger vehicles. Since 
the outbreak of war a large number of these vehicles have been 
destroyed and several thousands damaged by enemy action; 
nearly 1,000 have been converted for use in ambulance trains and 
many have been, and are being, sent overseas. Others are being 
used to provide temporary accommodation for transferred indus- 
trial workers. The shortage of labour and materials has pre- 
vented the construction of new vehicles during the war, and the 
available stock is now several thousand coaches less than at 
the outbreak of war. This has rendered it necessary to keep the 
remaining stock in traffic for excessively long periods without 
repair, and has caused a steady deterioration in their general 
condition. It is true, of course, that the incidence of passenger 
traffic and the shortage of passenger vehicles are not identical 
but nevertheless overcrowding 


summer montns last 


on each of the four main lines, 
was general on all systems during the 
year. 

Further, the duration of the war and the feeling that it is 
now nearing its end are factors which are likely to cause many 
more people to wish to travel for holiday purposes than travelled 
last year. It will be seen, therefore, that the necessity for the 
staggering or spreadover of holidays is considerably greater this 
year than in former years. Although, from an operating point 
of view and to enable them to give the best possible service to 
their passengers, the railway companies would prefer holidays to 
be spread over four or five months, it is appreciated that such 
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a proposal would not receive a very favourable reception from 
the public generally. Passenger traffic reaches its peak between 
the middle of July and the end of August and if this peak could 
be spread over, say, ten or twelve weeks, and, in addition, 
holiday makers could be persuaded to avoid travel at week- 
ends, it would prove extremely beneficial to all concerned. 

We understand that the Ministry of Production has already 
taken steps to encourage a much wider adoption of the principle 
of staggering of holidays this year. This action is to be wel- 
comed, as it is clear that staggering of holidays is absolutely 
essential this year and any extension of present practice can be 
secured only by action on a national basis. 


The Problem of Railway Charges 


A® will be observed from the reports of the L.M.S.R. and 

L.N.E.R. annual general meetings on March 2 elsewhere in 
this both Lord Royden and Sir Ronald Matthews made 
special referenees to the very important question of the. future 
level of railway charges. The Railway Control Agreement pro 
vides, inter alia, that Government control shall continue for at 
least one year after the cessation of hostilities and that before 
control comes to an end time will be given for the operation of 
any statutory machinery then existing governing the level of 
charges. It may be remarked here that the exact meaning of the 
phrase ‘‘ conclusion of hostilities ’’ has still to be determined, a 
point of some importance having regard to the fact that the wars 
with Germany and Japan are hardly likely to finish simul 
taneously. Further, the agreement refers to any statutory 
machinery, the implication being that the pre-war statutory 
machinery for the adjustment of charges to revenue may have 
been altered before control finishes. 

Also, the Parliamentary Secretary to the Ministry of War 
Transport has already suggested that control may continue two 
years and not one year after the close of hostilities. Whatever 
the duration of control, however, the problem of the future level 
of railway charges must soon be faced, as the matter is one of 
vital national concern. The White Papers issued annually since 
the commencement of control show that the gross receipts of the 
controlled undertakings rose by £139 millions between 1940 and 
1943 and the expenditure rose by £69 millions. These figures are 
believed to have increased still further during 1944, but the usual 
annual statement is not yet available. 

The unprecedented level of railway receipts is due principally 
to the vast tonnage of freight traffic which has been passing, 
mainly on account of the Government. To enable the railways 
to meet requirements in this respect it has been necessary for 
them severely to restrict passenger train services, with the result 
that the loadings regularly have been greatly in excess of the 
pre-war level, which resulted in passenger-train traffic contri 
buting proportionately more in net revenue than pre-war. The 
present level of railway earnings, however, gives no indication 
whatever of the probable post-control position as it is only 
reasonable to assume that the heavy Government traffics will 
decline. It is also certain that, once hostilities cease, passengers 
will not tolerate the conditions under which they have to travel 
today. It is quite another matter, however, to attempt to 
form any reliable estimate of the post-control or even the 
post-war level of traffics, because of the many uncertainties 
which are involved. 

The Government's drive for increased export trade, the exten- 
-sive rebuilding which will be necessary and the ambitious housing 
programme, all suggest a potential increase of available traffic 
over the pre-war level. On the other hand, although some pro 
portion of the expenditure is a direct result of the increased 
volume of traffic, a very substantial amount is due to the rise 
in wages and the increased prices of coal and other materials. 
These represent nearly 90 per cent. of railway expenditure and 
are not likely to be reduced to any material extent after the 
war. Thus the railways will be faced with a certain increase in 
expenditure but an uncertain volume of receipts, all the more 
uncertain because of the impossibility of forecasting how the 
pre-war problem of road and rail competition for the available 
traffic will be overcome. 

At the G.W.R. meeting* on March 8 Sir Charles Hambro 
expressed the view that to meet the increased costs on the 
quantum of traffic carried by that company in the years imme- 
diately preceding the war would mean. that the level of their 
rates and charges, which, broadly speaking, has been increased 


issue, 


* A full report will be published in next week’s issue 
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only by 16% per cent. since the outbreak of war, would have to 
be raised to something like 50 per cent. to yield the net revenue 
earned pre-war. A 50 per cent. increase in the level of railway 
charges hardly would be likely to encourage the rapid expansion 
of the country’s export trade which is so vital a post-war 
necessity. Further, even this estimate is based on the company 
being able to secure its pre-war quantum of traffic from the 
amount available. 

This point raises at once the important question of the post- 
war relationship of rail and road transport. In 1939 the Govern. 
ment promised a relaxation of the regulations governing the con. 
veyance of freight traffic by railway in response to the ‘‘ Square 
Deal ’’ proposals, but the outbreak of war prevented the intro. 
duction of the necessary legislation. Lord Leathers has since 
expressed the view that some more radical solution will have to 
be found of the future relationship between rail and road, but 
has not yet given any indication of his alternative proposals, 
With the rapid progress of events on the Continent, however, 
increasing attention is being paid to the nation’s post-war trade. 
Industry has to plan well in advance and, if railway charges are 
to be increased, or if there is to be a greater co-ordination of 
rail and road freight services in the national interest, it is 
essential that the Government should give an early indication of 
its intentions. 

eas om 


Railway ‘Wear and Tear and the Control 
Agreement 


A S a result of the resolutions moved by the stockholders at the 

annual general meetings of the railways last year, the 
Chairmen subsequently submitted a memorandum to the Minister 
of War Transport giving the reasons why, in the opinion of the 
stockholders, the Kailway Control Agreement was inequitable in 
its operation and should be revised. On April 20 the Chairmen 
saw the Minister and submitted a memorandum requesting that 
the agreement should be adjusted by, (i) an increase in the 
guaranteed annual payment, and (ii) an adjustment in the basic 
figure for maintenance to cover the intensified user of maintain- 
able assets. 

In their speeches, Lord Royden and Sir Ronald Matthews 
referred to this matter and recalled that the correspondence they 
subsequently issued to the press showed that the Minister 
declined to entertain any increase in the annual payment, but 
indicated his willingness to consider whether any allowance could 
be made under the provisions of the agreement relating to 
abnormal wear and tear. Article 11 of the agreement limits the 
charge which may be made for maintenance, except in so far 
as the Minister may agree to the inclusion of an allowance in 
respect of wear and tear which is shown by the undertaking t 
be abnormal as compared with the base period. The Chairmen 
indicated, however, that as a result of the discussions which have 
taken place, and in the course of which it has been shown that 
a substantial amount of abnormal wear and tear of railway 
assets has accrued to date, the Minister has informed them that 
he will be prepared to make an allowance in respect of such 
net amount of abnormal wear and tear as shall be shown to his 
satisfaction to have accrued over the whole period of control. 

The reason for his attitude on this point is that, although 
obviously there has been abonrmal wear and tear of certail 
assets, this may have been offset to some extent by the sub 
normal wear and tear of other assets. Determination of the net 
amount of abnormal wear and tear is, therefore, a very difficult 
problem which cannot be settled until after the end of control, 
in the light of all the relevant circumstances. With this decision 
stockholders must perforce be content as the question of th 
quantum of a claim involves the most complex issues. 

At the conclusion of the L.M.S.R. and L.N.E.R. meetings 
however, resolutions of the stockholders were carried informally 
expressing extreme dissatisfaction with the decision of the 
Government that the new circumstances of a major character 
which arose in December, 1941, do not constitute a case for 
the revision of the financial terms of the Railway Control Agree- 
ment and, being satisfied that the claim for revision is fair and 
just, requesting that representations be made by the directors to 
the Minister of War Transport for its reference to the arbitration 
of a Judge of the High Court. Presumably, as in the case 0 
last year’s resolutions, these will be communicated to the 
Minister by the Chairmen of the four main-line railway companies 
in the near future. A year ago a similar course was adopted in 
respect of the resolution passed at informal meetings of stock- 
holders. 
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Foreign Railway Repatriation Schemes 


INCE 1939, many of Great Britain’s foreign investments have 
been repatriated in the process of paying for the war, but not 
all the schemes put forward have originated from the need to raise 
funds to meet such expenditures. Indeed, during the past 12 
months, for strikingly dissimilar reasons, there have been repatria- 
tion plans affecting railways in such widely separated territories as 
Egypt and Argentina which have been controlled for many years 
by companies registered under English law. In both instances the 
negotiations fell through. In one case, the consent of the British 
government was not forthcoming and in the other the terms of the 
Argentine authorities were unacceptable to British stockholders. 
The manner in which State control has superseded company 
management of railways in India was the subject of an editorial 
article in our February 9 issue. 

At the annual general meeting in London last October, the 
Chairman of the Egyptian Delta Light Railways described repre- 
sentations which the board had received from a group of share- 
holders in Egypt holding a substantial proportion of the issued 
capital, who, at an informal meeting in Cairo, had appointed a 
committee to take any steps considered necessary to obtain the 
transfer of the control of the affairs of the company from London 
to Egypt, so as to exempt Egyptian shareholders from having to 
pay British, in addition to Egyptian, taxes. The board expressed 
full sympathy with the views expressed by the shareholders resident 
in Egypt and realised that double taxation was a very heavy burden 
on all shareholders. The Chairman intimated that the board 
already had made strong representations in respect of this question 
through the appropriate channels and would continue to give its 
support to any steps that could properly be taken to induce the 
government to come to some reciprocal arrangement to alleviate 
the position. The transfer of the control to Egypt with a view 
to avoiding British taxation conflicts, it was said, with the pro- 
visions of the Defence of the Realm Regulations, issued in 1939 
and the board, realising that it would not be justified in taking any 
action in the matter without the consent of the British Treasury, 
submitted the case, accompanied by a copy of the representations 
made by the President of the shareholders’ committee. It was 
informed by the Treasury that any resolution concerning the 
transfer of control to Egypt, either now or at some future date, 
would be ultra vires and that any acts calculated to secure such a 
transfer would expose the company to prosecution. 

Two months later, the Chairmen of the British-owned broad. 
gauge railways in Argentina described to their shareholders, at the 
annual general meetings held in London, the unsuccessful outcome 
of negotiations for the formation of an Argentine company to take 
over the unification and management of the lines which at present 
belong to seven different companies registered under English law 
and together make up what are usually known as the four broad- 
gauge railways. The proposal had its origin in the view of the 
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seven boards of directors that considerable economies in working 
expenses would be forthcoming were they merged and operated as 
one undertaking. But the ideas of the Argentine government 
officials as to the terms and conditions to be attached to the forma- 
tion of such a company differed so widely from what the directors 
felt could be recommended to the shareholders for their acceptance 
that negotiations were perforce suspended. Until December 31, 
1946, the British-owned railways are exempt, under the Mitre Law, 
from all Argentine taxation. Hence, at the moment the question 
of double taxation does not arise, but it is not at all certain that the 
tax-free concession will be renewed, at all events for a lengthy 
period, when it expires at the end of next year. It is not improbabla 
that the suggestion to form an Argentine company to take over 
the lines forthwith would have involved the immediate payment of 
taxation similar to that normally payable by companies constituted 
under Argentine company law, which would have rendered stock- 
holders resident in Great Britain liable for double taxation 
and may have been one reason which caused the negotiations 
to fail. 

That the future of the British-owned Argentine railways after 
1946 already has been the subject of exploratory talks is sufficiently 
clear from statements made by the Chairmen at the recent annual 
general meetings. As long ago as 1943, when three directors visited 
Argentina on behalf of all the broad-gauge companies, it was hoped 
that they would be able to interest the Argentine government in 
the position that would arise when the Mitre Law came to an end, 
and it was felt that that important matter could be best linked up 
with the formation of an Argentine company, as previously 
described. Other statements made on the same occasion indicated 
that the alternative possibility of the lines being taken over and 
merged with the State railway system also had been examined. 
The Chairman of the Central Argentine Railway expressed the 
conviction that it is not the policy of the Argentine government to 
devalorise the privately-owned railways so as to be able eventually 
to acquire them at a minimum of cost, and Sir Montague Eddy, 
at the Buenos Aires Great Southern meeting, mentioned that, on 
account of the fact that the railways had not been able to pay 
dividends, the idea had become prevalent that the capital assets 
should be written down, the justification being principally that the 
market quotations are so low. Sir Montague submitted that the 
market quotations had nothing to do with the value of the business 
and reflected only the supply and demand for the stocks. He added 
that, an certain circles in Argentina, it is suggested that railway 
capital should be cut down and reconstituted, first, on the market 
quotation value, and, secondly, on the depreciated value. Such a 
thesis was unacceptable. The capital that all the privately-owned 
railways claimed was $1,515,000,000 gold (about £303,000,000), of 
which the government has actually recognised $1,306,000,000 
(about £261,000,000), so that the amount in dispute is only 14 per 
cent. of the total capital, of which amount it is contended the majoxz 
part should be recognised. 








Publications Received 


The Blue Book: The Electrical and 
Engineering Trades Directory, 1945. 
63rd Edition. London: Ernest Benn 
Limited, Bouverie House, Fleet Street, 
E.C.4. 9}in. by 6 in. by 1 in. 719 pp. 
Price 30s. net.—There is no substantial 
change in this new edition of The Blue Book, 
but every effort has been made to bring it 
up to date, and to provide accurate informa- 
tion upon the field it covers. The Editor 
contributes, as usual, an interesting but 


Ltd., the 


minster, S.W.1. 


absentees there are W. H. Allen, Sons & Co. 
British Thomson-Houston Co. 
Ltd., Crompton Parkinson Limited, Vokes 
Limited, and Waygood-Otis Limited, but 
we confess we have notanalysed the entries 
completely. We consider, however, that 
these outstanding omissions detract greatly 
from the value of the classified section. 


The Railway Executive Committee of 
and its Headquarters. 
Railway Gazette, 33, Tothill Street, West- 
11din. x 8$in. 


The folding plate gives the general arrange- 
ment of the five levels of the disused tube 
station which was converted into the 
emergency headquarters, with a section 
inset through one of the tube tunnels at 
platform level showing the sound insulation 
methods adopted. The ingenious use of the 
restricted space available (often with curved 
tube walls) is clearly shown by the series 
photographic reproductions. A _ full 
page is devoted to a view in the Committee 
Room showing the full Railway Executive 
Committee in session. Security considera- 


London: The 


22 pp. + 


discursive preface, concerned with some of 
the problems confronting the industry in 
the early post-war period. Like many 
others, we have grown to consider the 
alphabetical section of this directory to be 
a remarkably complete and comprehensive 
compilation, not only of commerciai firms 
and consultants in the field, but also of the 
leading personnel. This section comprises 
roughly half the volume. We are not so 
happy about the second part, the classified 
section. 

Therein we fail to find many well-known 
firms in the sections where we expect 
them; to mention a few conspicuous 


large folding plate. Paper cover. Price 5s. 
—Until recently it was not permissible to 
make public reference to the deep-level 
headquarters prepared before the outbreak 
of war in a disused London tube station for 
the Railway Executive Committee, but the 
Censor recently permitted The Railway 
Gazette to issue a series of articles, gener- 
ously illustrated, describing the develop- 
ment of liaison machinery between the 
Government and the mainline railways ; 
the formation of the R.E.C. and the pre- 
paration of its headquarters ; and the work 
in those headquarters. It is these articles 
which are now reprinted in brochure form. 


tions still prevent any mention of the precise 
location, but otherwise this booklet pro- 
vides a fascinating and comprehensive 
description of the wartime nerve centre of 
the British railways. 


Peters’ Adjustable Welding Gauge.— 
We have received from G. D. Peters & Co. 
Ltd., Slough, Bucks., an illustrated pamph- 
let containing instructions for the use of 
Peters’ adjustable gauge for butt and fillet 
welds. This gauge is designed to check 
both butt reinforcement and fillet welds 
between plates welded at right angles tc one 
another. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Sulphur and Phosphorus in Rail Steel 


Hatch End, 
Middlesex 


To THE Epiror oF THe RatLway GAZETTE 

Sir,—Referring to the letter from Mr. J. W. Norris published 
under this heading in your February 16 issue, it would be of 
interest to know from how many different steelworks the 91 
casts of rails to which he alludes were obtained. In any event, 
so small a quantity as this, perhaps 4,500 to 5,000 tons of rails 
in all, could hardly be taken as representative of all the rail 
tonnage rolled in Great Britain since the relaxation of the 
maximum sulphur and phosphorus percentages was agreed to. 

As to sulphur, my records at the works of one firm making 
open-hearth basic steel show that out of 51 consecutive casts, 
20 were returned with sulphur at between 0-060 and 0-069 per 
cent., and the average for the whole of this tonnage was 0-056 
per cent. Phosphorus exceeded 0-060 per cent. in only one cast 
however, which was returned at 0-068 per cent.; the average 
was 0-044 per cent. At another works, making Bessemer acid 
steel, a run of 51 casts showed an average phosphorus percentage 
of 0-058 per cent., and 18 casts in all were returned at between 
0-060 and 0-064 per cent. phosphorus. The steel rails produced 
by the latter works have a deserved reputation for their hard 
wearing quality. 

Although the number of rail casts in which sulphur or phos- 
phorus exceed 0-060 per cent. certainly represents a very small 
percentage of the total rail tonnage produced, the point of the 
sulphur and phosphorus relaxation was not that the steelmakers 
might ‘‘ take advantage of this p much as that 


February 23 


concession ’’ so 
they might be protected from the rejection of their rails in the 
event of some of their casts, owing to the use of wartime raw 
materials, slightly exceeding the previous limits. As to the 
claim in your editorial that higher phosphorus may have had 
some effect in increasing rail wear capacity since the introduc- 
tion of medium manganese rails, an argument which Mr. Norris 
regards as ‘‘ without foundation,’’ my own records would show 
that, since this change, at most of the works with which I have 
had to deal the average phosphorus contemt in rails has risen 
by at least 0-01 per cent., and at some works by more than 
this amount 

As to the point made by Mr. Norris concerning the tensile 
test, while most of those concerned in testing present-day rails 
would agree that a minimum elongation of 9 per cent. appears 
unnecessarily low in relation to the results normally obtained, 
the position is governed to some extent by the fact that 
B.S. No. 11 (as also B.S. No. 9 for bull-head rails) fails to 
specify for how long the test-piece shall be allowed to rest 
between preparation and pulling. If any inspector insists on 
pulling a test-piece immediately after it has been turned, in the 
case of a high carbon cast in particular, the chances of a 
break and a loss of elongation are considerable. 


short 


Yours faithfully, 


CECIL J. ALLEN 


“‘ British Work on Persian Railways” 
February 19 
To THE EpITOR OF THE RatLway GAZETTE 


London. 


Sir,—There is no doubt that your two articles on British 
work on the Persian railways will be read with great interest, as 
they do for the first time, disclose to the interested public some 
of our efforts in the early days of the war to develop distant 
lines of communication at a time when our energies might have 
been excusably directed to more urgent demands near at hand. 
[ would like to draw attention to one or two important aspects 
of the case. ; 

Many campaigns, and indeed the efforts in Persia might be 
given this name, have been planned during the war and as all 
campaigns are the: result of human effort, none of them have 
been perfect. The acid test, however, should be as to whether 
sufficiently good results were achieved in relation to the effort 
expended. 

In the early years of this war, before production in this 
country had reached the tremendous heights which have since 
been attained, it was very necessary to make quick decisions 
and to produce certain weapons in the greatest quantity at the 
earliest possible moment. The locomotive has been recognised as 
a weapon of war and we needed an immediate delivery to develop 
the Persian supply lines. In consequence, a known type of 
existing. engine—namely the L.M.S.R. 2-8-0s—was chosen for 
immediate production and to those who have but limited know- 
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ledge of these matters, it will be realised that no time whatever 
could be spent on questions of design. These locomotives were 
built and despatched to Persia during our most difficult period 
of. building up our industrial effort and maintaining our supply 
routes throughout the world. 

This point then should be underlined in the comments we 
offer of the performance of these ‘‘ W.D.’’ engines in Persia. It 
will be quite clear to many informed people that the British 
locomotive industry has supplied locomotives for all conditions in 
every part of the world, including Persia, and there is no doubt 
that, given the necessary time, a locomotive could have been 
designed and produced, which would have met the Iranian con- 
ditions in every way. It should also be remarked that ever since 
the opening of this Russian supply route, Great Britain has 
continued to supply a tremendous quantity of miscellaneous 
spares for all types of locomotives in Persia. 

All those who have experience of overseas railways, particu 
larly in tropical countries where the standard of labour is low 
will realise the tremendous amount of work and the energy and 
perseverance required in making the first steps from the second 
rate to the efficient organisation to meet war needs. 

To the officers and men of the British forces, who had t 
tackle this job with limited equipment and personnel, goes the 
first tribute, and I feel sure that the Americans who followed 
honestly appreciate the foundations that were laid by the British 
effort. 

Whilst complimenting you on an excellent article, which for 
the first time discloses some of the facts of this undertaking, it 
might be said that full credit and unstinting praise should be 
given to our troops for a job well done. 


Yours faithfully, 


TRANSPORTUS VERITAS 


Orleans and its Railways 


Gouvernement Provisoire de la République Francaise 
Ministére des Travaux Publics et Transports, 
1, Carlton Gardens, S.W.1 
February 6 
To THE EpiTor oF THE RAILWAy GAZETTE 

Sir,—May I draw your attention to a slight inaccuracy in 
the caption of one of the illustrations on page 114 in your issut 
of February 2. This showed the state of the railway bridge 
over the River Loire at Orleans, destroyed by Allied Bombing 
last May, and temporarily rebuilt with emergency briiging equip 
ment. The caption stated that the Paris—Tours and Paris— 
Toulouse main lines crossed the Loire by this bridge; the Paris— 
Tours line does not, however, cross the Loire at that point. 

Orleans lies on the north bank of the river. North of the 
town is the junction of Les Aubrais. From there, the line from 
Paris forks into three branches; one of them by-passées Orleans on 
the east, and crosses the Loire by the bridge in question—this 
is the Paris—Toulouse line; another line by-passes Orleans on the 
north-west, and follows the river Loire towards Tours and Bor- 
deaux, crossing it between the stations of Vouvray (the famous 
vine-growing centre) and Mont-Louis, a few miles east of Tours 
over a masonry bridge very similar to the Orzleans bridge, and 
which was also destroyed. In between these two branches from 
Les Aubrais, a third branch about a mile long runs into Orleans 
(Town Station), which is a terminus. 

A shuttle service is run from Les Aubrais to Orleans in con- 
nection with all the long-distance express trains which do not 
enter Orleans Town Station. This situation arose at the time 
the line was built, as the Town Council of Orleans objected to the 
trains coming inside the town, fearing that the coal smoke would 
poison the atmosphere. 

A similar situation is found in Tours for the same reason, the 
town station being 2lso a terminus and a shuttle service being 
run between St. Pierre des Corps and Tours. 

Yours faithfully, 
CHARLES THEVENIN 


G.W.R. Food Facts 


9, Keble House, Manor Fields, 
Putney, S.W.15. March 4 
To THE EpitoR OF THE RalLway GAZETTE | 
Sir,—Although gastronomic prejudices have been submerged 
temporarily (or perhaps one should say provisionally) by the 
ineluctable tide of wartime austerity, I fear that as soon as | 
had read, marked and learned the two concluding items in the 
catalogue which appeared in last week’s ‘‘ Scrap Heap,’’ the 
very thought of inwardly digesting them caused me to exclaim: 
‘“ No flowers by request!’’ 
Yours faithfully, 
J. E. L. SKELTON 
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The Scrap Heap 
L.M.S.R. ‘‘ At Your SERVICE ”’ 
BUREAU 
The telephone inquiry girls in the central 

bureau at Euston dealt with 1,378,802 calls 

during 1944—over 100 per cent. more than 
pre var. 


. * * ® 


Stair-treads on the London underground 
railways at most stations have to be 
renewed every seven years. At Piccadilly 
Circus Station, this renewal is necessary 


every four years. The tread, made of a 
special non-slip metal, is recessed on the 
step. Staircases at Ealing Common, Pad- 
dington, and Waterloo stations, with 30 steps 
apiece, are being dealt with at present. 

* x . 


FREE RAILWAY VOUCHERS 

\ report that free railway vouchers 
were dropped from aeroplanes over Egypt 
as part of the celebrations of King Farouk’s 
twenty-fifth birthday implies a develop- 
ment in the old enough art of largess. It 
used to be coin that was scattered by the 
potentate, or the fountains might be made 
to run with wine instead of water. Now 
the railway voucher flutters down like 
manna from the heavens—and on the score 
f public safety it will certainly be prefer- 
able to a fusillade of small change. Even 
so, it is the mood rather than the method 
which is new. In the earlier part of this 
war the R.A.F. also distributed railway 
tickets over Germany, but the idea was to 
add to the embarrassment of transport 
The Egyptian mood is one of pure benevo- 
lence: ‘‘ That’s the ticket ! ’’—or words to 
that effect—cry the grateful fellaheen as 
they pounce upon the blessings from on 
high.—F vom ‘‘ The Manchester Guardian ”’ 


THE RAILWAY GAZETTE 


SOUTHERN RAILWAY SALVAGE 


Nearly a quarter-of-a-million tons of 
waste materials has been salvaged by the 
Southern Railway during the past five 
years, including 224,692 tons of various 
metals, 4,905 tons of paper, 1,032 tons of 
straw, 787 tons of textiles, rope and twine, 
and 122 tons of rubber. So far from there 
being any sign of ‘‘ salvage-weariness ’’ with 
the passing of the years, the total amount of 
salvage for 1944 (50,522 tons) exceeds by 
more than 6,000 tons the total for 1940, 
when the schemes were introduced. 

* * * 
AMERICA’S BusIEST RAILWAY 

The Norfolk & Western Railway, with 
its heavy coal traffic, claims to be the 
busiest Class I line in the United States 
proportionately toitslength. Even in 1939 
it was carrying an average of 17,290 tons of 
traffic daily for every mile of its length. 
By 1940 the density had increased to 
20,011 tons to every mile, by 1941 to 
22,514, by 1942 to 24,940, and by 1943 to 
an all-time record of 26,246 tons daily over 
every route-mile of its system. Even re- 


* duced to the British ton of 2,240 lb., this 


means 23,434 tons a mile daily. 


* * * 


In the thick forests of Bolivia, a small 
railway, a mile and a half long, is proving of 
great importance for the transport of rubber. 
It is situated in the fertile rubber region of 
Beni, which covers an area equal to that of 
Belgium, at the source of the River Amazon. 
The principal means of communication in 
this area is by the River Beni running 
between Riberalta, in Bolivia, and Suajara- 
mirim, on the frontier of Brazil. About 
midway between these points, however, 
waterfalls interrupt navigation, and it is 
here that the railway was built by the 
Bolivian planter, Nicola Suarez. 





























































“I said, one gets so out of touch with people these days” 


[Reproduced by permission of the proprietors of “‘ Punch"’ 
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100 YEARS AGO 
[From Tue Rattway Times. March 8.1345] 


ANTED BY A RAILWAY COMPANY.— 

An Active Person as Superintendent of the Goods 

Department. Salary about #120 per annum. He will be 

required to have a thorough knowledge of the Management 
of Goods Traffic upon a Railway. x 

Application, stating Age and Experience, with Copies of 

Testimonials, te be addressed to G, B. at the office of this 

paper, 








ARIS AND LYONS RAILWAY. — (Ca 
ton’s Company.) — Capitat £162,500,000 Francs,. 
or £6,500,000, in 325,000 Shares of 500 Francs, or #20 ea ch 

Derosit 50 Francs, or £2 each Share. 

PROVISIONAL COMMITTEE, 

The Provisional Committee of this Company has availed 
= the power given it by its Statutes to increase its num- 

ers. 

The Committee is now composed as follows :— 

FRENCH DIRECTORS. 

Mons. Henri Barbet, Maire de la Ville de Rouen, Membre 
dela Chambre des Deputes, Commandeur de la Legion 
d’Honneur. 

Mons. Le Baron N. Lavenant, Proprietaire a Paris, Cheva- 
lier de la Legion d’Honneur. . 

Mons. Laveissiere. Negociant en Metaux a Paris, Chevalier 
de la Legion d’Honneur, et Lieut.-Colonel de la 4me Le- 
gion de la Sarde Nationale. 

Mons. Calon, jeune, Banquier, a Paris. 

Mons. Armant Donon, Associe de la Maison Calon, jeune. 

Mons. Alphonse Laurent, Ancien President du Tribunal de 
Commerce de Blois, Associe de la Maison de Banque 
Chambert Lefebre Cie., Administrateur du Chemin de Fer 
d’Orieans a Bordeaux. 

Mons. Luzarches, Ancien Maitre de Forges, Administra- 
teur et Sousmissionaire du Chemio de Fer d’Orleans a 
Bordeaux. 

ENGLISH DIRECTORS. 
W. Ormsby Gore, Esq., M.P., Chairman, 
Thomas Chapman, Esq. 
Sir R. Jenkins, G.C.B. 
Charles W. Graham, Esq. 
W. Mitcalfe, Esq. 

BANKERS, 

Mons. Calon, jeune, Paris. 
London Joint Stock Bank, London. 
Liverpool Union Bank, Liverpool. 
National Provincial Bank, Manchester. 
National Provincial Bank, Bristol. 
Messrs. Smith, Brothers, & Co., Hull. 

Engincer—1. M. Rendel, Bsq., F.R.S., Vice President of 
the Institute of Civil Engineers. 

Solicitor—W. Borradaile, Esq, 20, King’s Arms-yard, 
London. 

The incorporation of the above Society was passed and 
registered before Mons Guenin, Notaire Royal, at Paris, on 
the 8th and 8th December last, 1944. 

The Company has been for some time prepared to tender 
vo the Government for this line, according to the conditions 
hitherto required. It now being, however, most probable 
that the new law will require the lessees to execute all the 
earth works instead of the State executing them, an in- 
crease of the present capital £2,500,000 will be required. 
The Directors, in accordance with the power entrusted to 
them by the Statutes of the Company, have come to the 
Geterminaiion of immediately raising a further sum of 
4,000,000, to make the total capital of the Company 
£6,500,000. Out of the first capital of £2,500,000, the 
French Directors have only been able to reserve £440,000, 
to be placed at the disposal of the English Directors, and 
in ‘addition to this sum, out of the jncreased capztal, 
£2,800,000 will be allotted to English applicants, and 
£1,200 000 to French applicants. 

A preference in allotting the new shares will be given to 
the original shareholders. 

By this arrangement the whole capital of £6,500,000 will 
ve about equally shared by the two countries, 

‘The shares of the second capital, like those of the first, 
will be of £20 each, and the deposit £2 per share. 

Prospectuses and forins, on which to make applications 
tor shares, are ready at the Offices of the Company, 19, 
King’s Arms-yard, London; and no applications can be 
attended to except on the forms above mentioned. 

By order of the Board, 
GEORGE BYAM, Secretary. 





* * * , 
While travelling from Euston to Glasgow 
during a recent night a Canadian soldier 
fell from a train while it was travelling at 
between 60 and 80 m.p.h. He was found 
twelve hours later asleep in an unoccupied 
house. His only injury was a scratch on 
the face. 


* * 


TAILPIECE 
(Post-war increases in charges were forecast at 
railway annual meetings) 

It is not given to man alive 

To prove that two and two make five. 
However long an artful one 

May probe the figures, and upon 

That problem pore, 

The total still is only four. 


~ 





There was a man who risked the toss 

By selling always at a loss. 

He sold with ease, but nothing gained. 

The rule of two plus two remained. 

The debit grew 

And grew. That goes for railways too. 
B.C. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


INDIA 


Expenditure Programme 

The Railway Standing Finance Com- 
mittee which met on December 18 and 19 
under the chairmanship of Mr. Zahid 
Hussain, Financial Commissioner of Rail- 
ways, approved of a programme of capital 
and depreciation fund expenditure for 
1945-46 involving Rs. 79 crores (Rs. 21 
crores from capital and Rs. 58 crores from 
the depreciation fund). Of this amount, 
Rs. 11} crores is for open-line works, 
Rs. 63} crores for rolling stock; about 
Rs. 2} crores for the purchase of branch 
lines, and the balance for machinery and 
increase of stores balances. 

The lines the purchase of which has been 
approved are the Jacobabad-Kashmor, a 
2-ft. 6-in. gauge line operated by the 
N.W.R. in Upper Sind; the Podanur- 
Pollachi, a metre-gauge line of 24 miles 
owned by the District Board of Coimbatore 
(Madras Presidency); and the Dibru- 
Sadiya (to the purchase of which reference 
has already been made in The Railway 
Gazette). 

Of expenditure on works, about Rs. 13 
crores will be on new works, and the 
balance divided almost equally between 
track renewals and works in progress. The 
track renewals will be mainly on the E.I.R., 
G.I1.P.R., B.A.R. and N.W.R. The impor- 
tant works in progress are quadrupling 
from Saktigarh to Sitarampur, and doubling 
of certain other sections on the E.I.R. ; the 
remodelling of Asansol yard; and the re- 
modelling of certain workshops. 

The committee also approved the pro- 
posal to purchase the Hoshiarpur Doab 
Railways (N.W,R.-worked) from April 1, 
1946, at an estimated cost of Rs. 80 lakhs. 


CANADA 


Signalling Contract 

A contract has been placed by the Cana- 
dian Pacific Railway with the Union Switch 
& Signal Company for the installation of 
absolute permissive block signalling over 
108 miles of single track between London 
and Windsor, Ontario, in the Windsor Sub- 
Division. Electric searchlight signals will 
be installed. The signalling company is 
supplying the materials, and the work on 
site is being carried out by the railway com- 
pany’s staff. 


UNITED STATES 


A Pennsylvania Turbine Locomotive 

At the end of November last the Pennsyl- 
vania Railroad placed in service a remark- 
able new turbine-propelled locomotive of 
the 6-8-6 type, which has been designed and 
built by the Baldwin Locomotive Company 
and Westinghouse Electric & Manufacturing 
Company in conjunction with the Mechan- 
ical Engineering Department of the 
Pennsylvania Railroad. 

Two turbines are mounted transversely 
between the second and third pairs of driv- 
ing wheels; both of these axles are quill- 
driven through reduction gearing. The 
main forward turbine, which is 3 ft. 9 in. in 
diameter, is always in gear; the second 
turbine, for reverse running, is of smaller 
diameter, and is engaged by means of a 
clutch. 

At 9,000 r.p.m. the rating of the main 
turbine is 6,500 h.p., with a maximum shaft 
h.p. of 6,900. Both in forward and back- 
ward motion, the working of the locomotive 





is controlled by a single lever, operating 
through a specially-designed pneumatic con- 
trol which locks the reversing sequence 
automatically, and makes it impossible to 
admit steam to the reverse turbine until 
the clutch is in mesh, which in its turn 
cannot be engaged until the locomotive has 
come to rest. 

The locomotive has 5-ft. 8-in. driving 
wheels, and carries a working pressure of 
310 lb. per sq. in.; it weighs 260 tons (of 
2,240 lb.), of which 116 tons rests on the 
eight-coupled driving wheels. The 16- 
wheel tender has accommodation for 374 
tons of coal and 18,000 gal. of water. It is 
doubtless the intention of the Pennsylvania 
to compare the performance of this loco- 
motive with that of its new 4-4-6-4 freight 
engines, the latest 4-4-4-4 passenger loco- 
motives, and the diesel-electric road unit 
now on order. 

It will be noted that the new turbine loco- 


motive, like 4-6-2 No. 6202 of the London. 


Midland & Scottish Railway, is not of a 
condensing type. 


The ‘* Dixie Flyer ’’ Collision 

The report was published recently of the 
Interstate Commerce Commission on the 
collision which occurred near Terre Haute, 
Indiana, on September 14 last (as briefly 
reported in The Railway Gazette of Septem- 
ber 22). The trains concerned were No. 90, 
a passenger and mail train travelling north, 
and the first portion of No. 95, the south- 
bound “‘ Dixie Flyer,’’ both trains belonging 
to the Chicago & Eastern Illinois Railroad, 
on which system the accident occurred. 

The section in question is of single track, 
fully equipped with automatic colour-light 
block signalling, and operated by this as 
well as timetable and train order; the 
length on which the collision occurred is 
straight. The two trains had been in- 
structed by train order to meet at Atherton, 
6} miles north of their scheduled timetable 
meet at Dewey, and First No. 95 was 
instructed to take the siding at this point, 
but failed to do so. Before colliding, both 
trains duly had received “ approach ”’ and 
then “‘stop”’ indications from the auto- 
matic signals; and, it is stated, had First 
No. 95 reduced speed to 30 m.p.h. at the 
first ‘‘approach’’ indication from _ its 
55 m.p.h., in all probability it would have 
been possible to stop in time. No. 90 had 
stopped, but, in accordance with rules, as 
the train was within yard limits, was pro- 
ceeding slowly to the next stop signal, 
when the headlight of First No. 95 was 
sighted ahead. No. 90 then stopped ‘again, 
and was run into by the “ Dixie Flyer ’”’ at 
about 35 m.p.h. There was fog at the time. 
The 1.C.C. report recommends the installa- 
tion of automatic train-stops or some 
system of train control or cab signalling on 
the line concerned. 

There were 29 fatal casualties, and 42 
persons were injured. 


MEXICO 


Railway Strikes 

Suppression of illegal strike activities, 
which disrupt orderly operation of the rail- 
ways and interfere with the economic pro- 
gress of the nation, was the object of three 
Executive Orders issued on November 15 
through the Ministry of Labour. By these 
Orders the Administrator of the National 
Railways was directed (1) to penalise mem- 
bers of the two unions, firemen and train- 
men, who persist in illegal stoppages of work 
prohibited under section 6 of article 114 
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of the Federal Labour Law ; and (2) to take 
such measures as may be necessary to pre- 
vent interruption of transport services on 
the lines of the National Railways of 
Mexico. 

The third Order directed the Ministry 
of National Defence to furnish the National 
Railways, as well as private lines which 
should request it, with the protection of 
armed guards at terminals, sub-stations, 
shops, yards, and on trains, to preserve 
order and maintain regular operation of the 
railways. 

The immediate reason for these measures 
was a 3-hour work stoppage on the entire 
National Railways system on the preceding 
day, and a threatened continuance of such 
tactics unless a satisfactory settlement of 
differences between certain operating groups 
and the Railway Administration was 
effected. 

There were strikes of more than casual 
importance in quite a number of essential 
industries in Mexico during the latter part 
of last year. The strike of the Wells Fargo 
Company, which operates express goods 
services over the Southern Pacific Railway 
of Mexico, was declared effective by the 
Federal Labour Board on September 29. 
This, of course, affected the express service. 
In the direct railway industry, workers 
urged demands against the Mexican Rail- 
way and the Southern Pacific, and the 
National Rail Workers Union agitated for 
wage increases and other benefits involving 
an amount of 30,000,000 pesos. 


PERU 


New Railways to Matarani 

A direct railway line between Matarani 
and the port of Mollendo is now being 
built in an effort to use the modern port 
facilities at Matarani at the earliest possible 
date. 

Meanwhile, public bids have been in- 
vited for the construction of the 39-mile 
railway link between Matarani and La 
Joya (on the existing main line of the 
Southern Railway of Peru from Mollendo 
to Arequipa), to which reference was made 
in The Railway Gazette of November 24 last, 
page 535. Some of the rails needed for this 
line are already in Peru, and others have 
been ordered from the U.S.A. 
Government Purchase of Chimbote- 

Tablones Railway 

During the latter part of last year, the 
Peruvian Government purchased the 3-ft. 
gauge Chimbote-Tablones Railway, and its 
land holdings, from the Peruvian Corpora- 
tion Limited. This purchase will permit 
the co-ordination of traffic with the Govern- 
ment-owned Tablones-Huallanca line and 
the branch to Chuquicara, which will 
facilitate hauling coal from the Galgada 
deposits, and will be an important step in 
the development of the Santa Valley in- 
dustrialisation project. 


CEYLON 


Wages of Daily-Paid Employees 

Among important decisions reached by 
the Ministry of Communications & Works 
affecting the wages and conditions of service 
of daily-paid employees in the railway 
departments under its control, is one to 
grant 14 days’ leave a year. 

The decisions are based on recommenda- 
tions of a sub-committee of the Ministry, 
which included payment of overtime at 
double rates to daily-paid hands and minor 
employees; a 48-hour week, housing accom- 
modation to be provided for all minor 
employees near their places of work; 


additional sick leave to employees serving 
in malarial districts. 
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The Use of Buffers in Rail Vehicles 


Need for design to be related to duties in service 


By George 


T° absorb the shocks creatéd by impact, 

as well as to accommodate the rela- 
tive movement of adjacent units, rail 
vehicles on the standard- and _broad- 
gauge lines of the Empire are fitted with 
two spring buffers at each end of the 
underframe; narrow-gauge stock usually 
carries a central drawbar which combines 
the functions of buffing and hauling. The 
ability to resist the shocks caused by buff- 
ing, often at moderate speeds, is vital, 
and unless the buffers provided can ab 
sorb the shocks effectively, the structure 
of the underframe, as well as the body, 
will suffer and have a shorter life than 
otherwise. Few buffers do function com- 
pletely except in the case of wagons, 
because the impact force passes to the 
frames through the medium of the buffers, 
and the design of a buffer that will 
modify the stress transmitted satisfac- 
torily is a constantly recurring problem. 

In this country, trains are made up on 
two bases: (1) as close-coupled, and (2) as 
loose-coupled. To the former belong all 
passenger and express goods trains in 
which the separate units are fitted with 
the automatic brake; the second group 
comprises ordinary goods stock which has 
no continuous brake in operation. When 
trains in the first category are made up, 
1 moderate amount of compression is 
applied to all buffers, and maintained by 
screw coupling so that the entire train 
may run, more or less, as a whole, thus 
voiding the hunting or jolting, so un 
pleasant to passengers and destructive to 
coaching stock, which would otherwise 
occur, Under these conditions carriage 
buffers have little work to perform other 
than to steady the coaches while the train 
is running, as the acceleration of the train 
vhen due to a locomotive at its head 
ictually eases the initial buffer compres- 
sion, and deceleration, by operating inde- 
endently on each coach, allows the status 
quo to remain practically the same as 
vhen running at speed. 

In  loose-coupled trains, however, 
buffers are subject to continual punish- 
ment when in_ service, and definitely 
justify their presence by relieving the 
wagon underframes of the hammering for 
merly—that is, before buffers were fitted 

meted out to these structures. Buffers 
for wagons only are required for impact 
shocks. For this the initial pressure of 
the springs is low, as it only is necessary 
to keep the buffer head up to position, 
but the final pressure should be as high 
is possible, and this only is limited by 
the space available for the springs. As the 
brakes are applied only on the locomotive 
in ordinary service stops or ‘‘ slows,’’ the 
ncoming vehicles receive their retarda- 
tion by buffer compression, and it is not 
lifficult to visualise the heavy duties per- 
formed, especially by the opposed buffers 
on the leading vehicle. 

Possibly the most severe conditions to 
vhich buffers may be subjected are those 
occur during “fly ’’ shunting, 
when a truck is shunted to a siding on 
which another vehicle stands, the moving 
unit striking the stationary truck and 
then travelling with it. The _ kinetic 
energy to be dissipated naturally will 
depend on the gross weight of the moving 
vagon and its speed, and is determined 

rye 


vhich 


... . 

by using the well-known formula — 
a 
ms 
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where W represents the weight of the 
moving vehicle, V its speed in feet per 
second and g the acceleration of a body 
falling due to gravity. Limiting our ob- 
servations to British rolling stock, and 
assuming a speed of 10 m.p.h. (say 15 ft. 
per sec.) and a double-bogie vehicle of 30 
tons gross weight at the rail, the kinetic 
energy stored at the time of striking the 
stationary wagon is approximately 105 
ft.-tons; this must be absorbed by the two 
vehicles and their opposing buffers. If the 
train is on a curved track of such radius 
as will cause the outer buffers to break 
contact, two buffers only, the pair on the 
inner side of the curve, may have to 
accept the blow and the shock to the 
underframe will be much more severe, 
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energy, and as this is clearly what does 
occur whenever the structure will permit 
it, the only alternative would seem to lie 
in providing buffers having high resist- 
ances and moderately long strokes. What 
actually happens ts somewhat analogous to 
the effect of firing a charge in a gun—the 
shock. causes the gun to recoil on its car- 
riage and to overcome the hydraulic 
resistance provided in the recoil cylinder. 
In this case, however, the whole unit is 
considered as an engine, and is not sub 
jected to the comparatively rough con- 
ditions which exist, unavoidably, in roll- 
ing stock; the recoil mechanism of the 
gun unit is maintained in a_ fine 
mechanical state. 

Buffer design will be found to be ex- 
tremely varied; each maker has his own 
types, frequently with patented features. 
The ordinary unit has but a single steel 
spring giving a resistance of from 20 to 
25 in.-tons per buffer. Other types have 
compound springs, one of which functions 
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Fig. 1—Buffer with compound springs ; this type gives a soft response 
to the blow at the commencement of the stroke 


besides being more destructive for the 
frame alignment. 

From a study of the mechanics of the 
subject (for which the reader is referred 
to the paper presented to the Institution 
of Locomotive Engineers by Mr. R. T. 
Glascodine in February, 1936) it will be 
seen that the accumulated energy is ex 
pended as follows, when on the straight 
and level track : — 

(1) by exhausting the resistance of the 

opposed buffers, 

in imparting movement to the static 
vehicle, and 

by impressing the 
and, as far as possible, causing 
them to “‘ spring ’’ or deflect suff- 
ciently to allow the headstocks to 
move fractionally. 


underframes, 


Fig. 2 


alone during the early stage of compres- 
sion and gives a soft response to the blow 
at the commencement of the buffer stroke. 
At a pre-arranged point the second spring 
comes into action, moving in unison with 
the lighter spring for the remainder of the 
stroke and stiffening the resistance more 
quickly as the buffer closes up. A unit of 
this type is shown in Fig. 1 and from the 
spring graphs, compounded for the two 
springs, the total resistance offered by 
the buffer is found to be in the regiom of 
22 in.-tons, or 88 in.-tons for the two 
pairs of buffers which would be involved, 
quite a small fraction of that required 
to absorb completely the energy of the 
moving vehicle already stated above. 
Possibly one of the finest buffers in ser- 
vice today is the so-called ‘‘ collision ’ 


Buffer of the ‘* Collision”’ type; with this type the shock is 


taken on the buffer stalk, and finally damped out by the springs 
in the housing 


Nos. (1) and (2) will be agreed to as 
legitimate results; the buffers are provided 
to absorb such energy and, assuming the 
stationary vehicle to be unbraked, its 
movement affords an outlet for the energy 
stored in the moving truck. The spring- 
ing of the underframe, however, is by no 
means an ideal way of distributing this 


buffer, a type of which is illustrated in 
Fig. 2. In this case the shock is taken in 
the first instance on the ten circular 
rubber springs carried on the buffer stalk 
behind the buffer beam, and _ finally 
damped out by the three larger rubber 
discs housed in the buffer casing. This 
unit is capable of taking abnormally 
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heavy blows without permitting, at any 
time, any metal-to-metal contact what- 
ever, and judging by statements made at 
the inquiries held for numerous rail acci- 
dents, in which coaches fitted with this 
type of buffer were involved, it would 
appear to be eminently suitable for ab 
sorbing forces which otherwise would 
expend themselves in destructive violence 
on the coach stock. 

Although hydraulic buffers are in ser 
vice at several of the big termini, the 
principle is not feasible generally for use 
on rolling stock, partly due to the neces- 
sity of providing a long plunger stroke 
with a fairly large area. A further objec 
tion might be raised on the score of main 
tenance, as this would undoubtedly in 
volve difficulties. 

Where buffers having steel springs are 
to be used the quality of steel specified 
should be determined with extreme care, 
and an alloy steel such as chrome vana 
dium will give excellent service and a 
long life. Special sections, such as the 
Timmis double-web section, are advan 
tageous in certain circumstances, but in 
all cases the designer will note that his 
springs will be called on to sustain stresses 
which involve fatigue, and this condition 
is best met by experience. 

The design of the buffer head will be 
settled by the vehicle builder, who can 
decide from his rail-curve layout, with the 
vehicle underframe superimposed on the 











Fig 4—Emergency drawbar for 


curve in relation to adjacent units, how 
his buffers line up with those of the other 
vehicles. When long coaches are on a 
curve there is a very considerable throw 
over. The stroke has to be greater for a 
long coach than for a short one, so that 
no definite standard can be settled when 
the stock is of varying length. These 
buffers are useful for the ordinary contact 
pressure during running, but are not suit- 
able for impact above slow speeds, for 
anything higher, double-acting buffers are 
required. The initial pressure is kept high 
and the final pressure moderate, otherwise 
the vehicles would be strained when on 
curves. The size of the head, its shape 
in end view, circular or oval, and other 
factors can be settled from this drawing, 
and a common practice on main-line bogie 
stock pairs buffers with one face curved 
(in plan) and that of its companion flat. 
By so doing better riding contact is 
maintained on the curve. Oval heads are 
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used on bogie stock to avoid ‘‘ locking *’ 
on the curve, a condition which some- 
times arises due to the varying swings and 
overhangs of different types of vehicle 
when coupled. 

On railways which operate for long 
distances over prairies and other unfenced 














Fig. 3—Hinged type of buffer for 
the front end of a locomotive fitted 


with a coweatcher 
areas where cattle may wander at will, 
trouble has been experienced frequently 
through a beast becoming wedged be- 
tween the buffer and the cowcatcher after 
being struck by the engine. A _ hinged 
base, as shown in Fig. 3, enables the 
buffers to be thrown back over the plat- 
form on to a supporting bracket when 
not in use. 
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As a general rule, buffers are fitted with 
a teak block between each base and the 
buffer beam .to deaden the shock. Some 
design of buffers actually carry a wood 
pad inside the case so that, when the 
plunger is forced home, the contact be- 
tween buffer and structure is wood-to- 
metal and the shock relatively easier than 
where a metal-to-metal contact is made. 
Earlier locomotives had buffer beams of 
oak, or teak, faced with steel, and in 
many designs the inner surface of the 
beam was slightly chamfered clear of the 
facing plate, outside the line of the main 
frame plates, to give an increased flexi 
bility under extreme shock loading, thus 
sparing the main structure the’ major 
shock. 

Due to the light weight of the frame 
structure on the modern diesel railcar, 
buffers are often omitted, as well as the 
usual form of drawgear. Instead, an 
emergency drawbar is provided which 
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functions also as a strut when necessary, 
thus combining the functions of buffing 
and drawgear. Such a link is carried on 
each vehicle to guard against the possi- 
bility of engine, or other, breakdown, and 
the necessity of removal from service to 
the repair shops by a steam locomotive, 
For this reason its design must permit 
easy coupling to the hauler, and to ab. 
sorb any relative movement of the two 
vehicles which may be caused by traction 
or braking, the drawbar must have a 
spring device included in its make-up. 
Fig. 4 shows a typical case; this is the 
drawbar provided for the diesel-electric 
railcars built by Armstrong-Whitworth & 
Co. Ltd. for the Madras & Southern Mah- 
ratta Railway; in this case a sister car 
usually serves to haul the defective unit 
back to the depot. 

In the U.S.A. and on all narrow-gauge 
stock, side buffers are dispensed with and 
a central buffing and coupling unit pro- 
vided. This possesses many advantages 
especially on narrow-gauge lines where 
curves abound. The type is also used in 
Great Britain on some of the suburban 
electric trains, particularly those operating 
on the L.N.E.R. Tyneside system. 

Many designs of central couplers are 
automatic in action, and fitted with 
simple operating gear for quick release by 
the shunter from outside the track. By 
using a combination of steel and rubber 
springs a relatively high shock capacity is 

















diesel-electric railcars for use in the event of an engine failure 


obtainable with consequent advantages to 
passengers, or goods, and rolling stock. 
Furthermore, the position of the buffer 
and coupling unit at the centre of the 
headstocks assists greatly towards obtain- 
ing the small deflection which the frame 
structure as a unit would otherwise be 
called on to provide. The flexibility of 
the coupler on curves has been proved 
beyond question by the reduced wear of 
tyres and axle journals of vehicles s0 
fitted; the vehicles negotiate the curves 
with less relative resistance than stock 
fitted with side buffers, notwithstanding 
the increased severity of the curves in 
many narrow-gauge tracks. 

Thanks are due to George Turton Platts 
& Co. Ltd. for particulars of the buffer 
shown in Fig. 1; to G. Spencer Moulton 
& Co. Ltd. for the collision buffer, Fig. 2, 
and to Messrs. Rendel, Palmer & Tritton, 
Consulting Engineers, London, for the 
strut coupling shown in Fig. 4. 
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2-10-0 Locomotives for the 
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Central Uruguay Railway 


Proposed 3-cylinder flexible wheelbase locomotives, for post-war 


traffic, 
Chief Mechanical 


ie our issue of May 5, the 2-10-0 type 

austerity locomotives built in Great 
Britain were described and illustrated, and 
attention was drawn to their relatively 
low axle-loads; we have now received 
details and outline drawings of a 2-10-0 
design locomotive which the Central Uru- 
Railway proposes to build, also for 


heavy freight 


guay 
4 ft. 84 in. gauge, with 134 ton axle-loads. 


In the case of the proposed locomotive, 
however, still greater power is required 
and curves and other conditions are of 
greater stringency than those for which the 
British ‘‘ austerity ’’ locomotive was de- 
signed. These engines have been designed 
for some time, and-are intended for post-war 
traffic on the Central Uruguay Railway, 
where 900 tons freight trains are to be 
hauled over frequent gradients up to 1 in 47, 
combined with severe curves. The engines 





designed by Mr. P. C. Dewhurst, 


Engineer, C.U.R. 


the trailing axles, and j in. side-play in the 
horns will be allowed for the leading pair 


of coupled wheels, the middle pair of 
coupled wheels will be flangeless. The 


longitudinal centre of gravity will closely 
coincide with the centre of the rigid wheel- 
base and thus the gyration of the engine on 
curves will be obtained with the minimum 
amount of wheel-flange and rail-head wear ; 
when running backwards the tyre-flanges 
of two pairs of wheels in effect will take 
the curving effort instead of one, as in the 
case of a simple 2-10-0 design. Notwith- 
standing the flexibility available on curves, 
the particular axlebox arrangement will 
result in the engine functioning on the 
straight as with a rigid wheelbase of 19 ft., 
thus obtaining the steadiness of a 2-10-0 
on straight track, and the specially arranged 
wheelbase will operate in a manner approxi- 














austerity 2-8-0 type a distance of 
almost 5 in.—of the centre of the axlebox 
reactions from the centre line of each main 
frame, inevitably arising when ample 
length of axlebox bearing is provided in 
conjunction with plate frames. 

The locomotive will have three cylinders 
so as to utilise the permissible adhesion 
weight to the maximum by evenness of 
torque, and at the same time to keep 
the hammer-blow low. Balancing of the 
reciprocating parts is provided to the 
extent of 20 per cent., despite the length 
of the engine and the adoption of three 
cylinders ; these features, and the limita- 
tion of the stroke to 24 in., will be necessary 
for the relatively fast running with small 
wheels on down-hill sections to provide 
momentum up ensuing gradients. 

The valve-gear for operating the inside 
cylinders and the quadrant links of all 
three sets of gear will be on the same 
centre; all the corresponding rods and 
levers of both outside and inside valve- 
gears will be of the same length; the 
only exception is the connecting links, 
which in the case of the inside gear is applied 
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Diagram of proposed 2-10-0 locomotive as it would appear if reduced to clear 13 ft. headroom 


will have to operate from 135,000 to 
150,000 miles running between general 
repairs or attention to tyres. The accom- 
panying diagram shows some of the prin- 
cipal features. 

Conditions on the C.U.R. main lines make 
it impossible to operate locomotives with a 
longer rigid wheelbase than 17 ft. without 
excessive wear of tyre-flanges, and of the 
rail-heads themselves. The main-line has 
many curves from 134 ch. upwards, and no 

i.H. SIDE 


INSIDE 
RH. SIDE 


mating to the track reactions of a 4-6-2 on 
curves. 

The securing of the engine to the leading 
pony-truck will be arranged with the pivot 
at a low position so that the “ shouldering- 
over’’ tendency present here with many 
designs when heading into a sharp curve 
will be eliminated. 

The engines are designed with bar frames, 
which will secure the riding advantages of 
over-hung springing, and facilitate atten- 
GEAR FULL LINES 
DOTTED 
NOT SHOWN 
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Valve-gear diagram showing the in 


less than 33 per cent. of the main-line track 
is on curves. Main-line turn-outs are fre- 
quently of 8 ch.; the lay-out of station 
yards in any case does not allow of a rigid 
wheebase longer than 16-17 ft. For 
similar reasons the tender will run on two 
four-wheel bogies compared with the plain 


eight-wheel tender of the 2-10-0 type 
austerity locomotives. The rigid wheel- 


base, therefore, will be restricted to four 
axles, with a total of 14 ft. 3 in., which is 
- ft. less than even that of the British- 
built .eight-coupled austerity locomotives 
which preceded the ten-coupled ‘engine. 
This will be obtained by the use of Cartazzi- 
Dewhurst lateral-movement axleboxes for 


side-cylinder with connecting link 
in the forward position 


tion to springs and other gear without 
engine pits; it will also avoid damage to 
springs and gear in the event of derail- 
ments, three points of consideration for 
overseas railways. The accessibility of 
springs and other gear, is evident in the 
drawing. The adequate compensation of 
the springing also will be noticed; it is 
arranged in two groups. There are six 
springs for the two rear coupled axles, 
which is the usual practice on other over- 
seas railways, and assists easy “ riding ” 
of the trailing ends of long engines with no 
separate pair of carrying wheels at the rear 
end. The use of bar frames will also avoid 
the considerable offset—in the case of the 


in a somewhat unusual manner as will be 
apparent in the valve-gear diagram. 

The boiler will be of the simple straight- 
topped type with inner firebox of steel and 
ample water-spaces; the curved crown 
will be supported by direct radial staying 
and equipped with one thermic syphon. 
The bar framing will allow an adequate 
depth of firebox, particularly needed—in 
conjunction with length—for C.U.R. loco- 
motives, which are oil-fired. This feature 
is not usually attainable with 2-10-0 or 
2-8-0 type engines with plate frames, 
where, with large boilers, the alternative 
lies between depth of throat obtained by 
adopting a ‘‘ between frames ’”’ firebox, or 
adequate width by wide ‘“‘ over-wheels ” 
type of firebox with a shallow throat. An 
ample cab, with seats for the enginemen 
will be provided, and a regulator handle 
of the pull-out type will be arranged within 
vacuum-brake 


easy reach, as will the 
application-handle and other operating 
points. 


Many of the other features of these 
engines will be similar to those adopted 
on the 2-10-0 austerity locomotives, 
such as round-topped fireboxes with steel 
inside boxes, Laird-pattern crossheads, and 


so on. The Uruguayan engines, however, 
as mentioned, will have thermic syphons 


and bar frames ; all the foregoing features, 
together with a number of others common 
to both the austerity and C.U.R. 
designs, have been adopted by Mr. Dew- 
hurst, Chief Mechanical Engineer, C.U.R., 
for a number of years on various Overseas 
railways. It may be mentioned also that 
the 2-10-0 boiler will be suitable for inter- 
change with some existing C.U.R. 2-8-0 
engines scheduled for conversion to 4-8-0 
so as to bring them within a similar maxi- 
mum axle-load of 13} tons. 

The appearance of these Central Uruguay 
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Railway locomotives will be more normal 
than austerity because of the fortunate 
circumstance that the loading-gauge of the 
line is almost a foot higher than that of 
Great Britain ; the appearance of the new 
engines, if reduced in height to suit a 13 ft. 
headroom, would be as shown in the 
smaller diagram. 
Below are given some dimensions and 
weights :— 
Cylinders (3), dia. ies ~~ Be 
Piston stroke ... one ao - ao 
Piston valves, dia. Sate ied 9in. 
Wheels, coupled, dia. ... pee 4 ft. 6 in. 
Wheels, leading truck, dia. ... 2 ft. 9f in. 
Wheelbase, coupled... ave 19 fc. Oin. 
Wheelbase, rigid in ae. 
Wheelbase, total ees we» =—-27 ft. 6 in. 
Boiler heating surface 
Flue tubes... ote: oe 62, NTRS og, $8. 
Firebox seo “a oa 154-0 sq. ft. 
Syphon ae is ida 34-5 sq. ft. 


C.U.R. 


| 
\ 
ee 
| 
nel 
gineer, 


l En 


SLIDING WINDOW 


i 
tca 


= 


Total evaporative site eos =2,320°0 8q. fe. 
Superheater surface... one 362-0 sq. ft. 


=a MOVEMENT 


LATER 


Combined total... 
Grate area q. ft. 
Boiler pressure wi ..- 200 Ib. per sq. i 
Tractive force (85 per cent. b.p.) 36,720 Ib. 
Ratio of adhesion to T.F. at 

85 per cent. b.p. de “— 4-02 
Adhesion weight pes ... 67 tons 10 cwt. 


INS. FIREBOX—--—->-— = 


6 


——-+8! 4'4'INS. FIREBOX 





S.H.A.E.F APPEAL TO FOREIGN 
RAILWAY WORKERS IN GERMANY.— 
In addition to the message to German 
railway workers which we recorded last 
week (page 217), Supreme Headquarters, 
Allied Expeditionary ‘force, authorised the 
following message to foreign workers in 
Germany. It was broadcast on February 
11 by the British Broadcasting Corporation 
in the Polish, Czechoslovak, Dutch, and 
French services :— 


——§8: 9% 


200 LBS. PER SQ. IN. 
————4' 9*——— 


\  pangetess 7 


Foreign Workers, whose countries are at war 
with Germany, and who are working on the 
German Railways : 

For many weeks your lives have been in 
grave danger as a result of relentless Allied air 
attacks on the railways. We knew that these 
attacks have cost the lives of many of our 
Allies behind the German lines, but so vital 
were the targets that this risk had to be taken, 
and the attacks will have to continue and be 
intensified. 

The German railways have at this moment 
three functions: First, to carry supplies and 
reinforcements to the front; secondly, to 
deplete the threatened territories of their food 
stores ; and, thirdly, to evacuate Germans and 
foreign Workers deeper into the heart of Ger- 
many. 

If you help the Nazis to do this, you will 
prolong the war and bring nothing but harm to 
your fellow foreign workers in Germany, the 
Allied Armies, and your own country. 
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The time has come for you to absent your- 
selves whenever possible from work on the 
railways and, if unable to do this, to ensure 
that the trains run slowly or break down, and to 
try to get the German railwaymen to do the 
same. 

Foreign workers on the railways, see to it that 
supplies and reinforcements do not reach the 
front. 

See to it that the railways do not transport 
evacuees deeper into Germany. 

See to it that the railways do not transport 
food deeper into Germany. 

A similar call is being made at this moment 
to German railway workers. 

We know well that in asking you to do this 
we are asking you to do something that requires 
great courage and which involves grave risks. 
It requires even greater courage than was shown 
by the brave Dutch railway workers who 
answered a similar call in Holland. There the 
railway strike has been the:-means of saving the 
lives of thousands of Allied soldiers and has 
been a very great source of strength to Allied 
military operations. 

We ask you to show this great courage because 
it will play a decisive part in the coming military 
operations. Your own liberation and that of 
the twelve million foreign workers in Germany 
and the lives of thousands of Allied soldiers 
depend on your actions. -You hold a decisive 
position. 
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Viceregal Visit to N.W.R., India 


Led Wavell’s tour of inspection of the shops, clothing factory 
“‘Civmil” centre, running shed and control office 





Mr. W. A. Anderson, General Manager, N.W.R.., 
Sir Bertrand Glancy, Governor of the Punjab, is on the left 


Or November 7 last, Lord Wavell, 
Viceroy of India, accompanied by Sir 
Bertrand Glancy, Governor of the Punjz ib, 
visited the Carriage & Wagon and Loco- 
motive shops, General Stores, and Cloth- 
ing Factory of the North Western Rail- 
way at Moghalpura, Lahore. He also in- 
spected the ‘‘ Civmil’’ Training Centre, 
where youths are trained as technicians 
for the army, navy, and munitions pro- 
duction, under the N.W.R. Department 
of Labour. Subsequently, Lord Wavell 
went on to the Lahore running shed and 
the control office of the Lahore Division. 
In the carriage & wagon shops he saw 
bridging pontoons under construction— 
over 1,000 had then been completed—shell 
making, wireless towers and ambulance 
trains being constructed, as well as 
wagons being converted from 5-ft. 6-in. to 
4-ft. 8}-in. gauge and military lorries 
being transformed into shunting engines. 
Machines for cutting out uniforms for 
the army, slicing through 80 thicknesses of 
cloth like cheese-cutters, and others cut- 
ting and stitching button holes at high 
speed were seen, inter alia, by His Excel- 
lency in the Clothing Factory. He was 
ilso able to see gauges and jigs turned 
out in vast quantities in the tool shop of 
the Locomotive Works, and bayonets, 
fuze bodies, field ovens, cooker pumps 
and many other items being produced in 
large numbers elsewhere in those shops. 
some 8,000 trainees had passed out of 
the Civmil centre as qualified technicians, 
Lord Wavell was informed. At the run- 
ning shed he saw running repairs of all 
kinds; a pair of coupled wheels being re- 
moved from a ‘‘ WL”’ class Pacific with 
the aid of a wheel-drop pit, the front 
end of an ‘‘E/M”’ Atlantic being lifted 
by a Wellington crane, and the break- 
down crane lifting an ‘‘ SG/S ’’ 0-6-0 ata 
specially-staged derailment. The Viceroy 
also climbed into the cab on an ‘‘ XC”’ 
Pacific The Great Moghul, one of nearly 
200 engines stationed at this shed, where 


with the Viceroy. 
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the staff employed numbers over 2,000. 
It is one of the largest sheds in India. 

In the Lahore Divisional Control Office, 
which controls over 300 route-miles of 
line, the control of the movement of all 
trains was explained to His Excellency. 
The whole visit was marked by its infor- 
mality, and numerous officers and senior 
subordinates were introduced to Lord 
Wavell, who showed _ keen interest in 
everything he saw. 








EarRLyY AMERICAN RAILWAY ABANDONED 

-Except for a small freight spur for serving 
industries between Alfred Road and Saco 
(Maine), the complete abandonment of the 
31-mile railway between Rigby and North 
Berwick was effected by the Boston & 
Maine Railroad on December 17 last. This 
was the first railway to run between Maine 
and Boston. From November 25, all trains 
between Boston and Portland have been 
run over the B. & M. “ western route.”’ 
The changeover in no way affected either 
passenger or freight service, as double- 
tracking of the “‘ western route,’’ just east 
of the old line, is nearing completion. The 
abandoned line has been part of the B. & M. 
since 1890, when it became known as the 
‘eastern route ’’ of the Portland division. 
It was originally opened in 1842 as the 
Portland, Saco & Portsmouth Railroad, 
and was later acquired by the old Eastern 
Railroad. The successful operation of this 
line led the Boston & Maine, in 1871, to open 
its own line (now the “‘ western route ”’ of 
its Portland division), between North Ber- 
wick and Portland. 





Mr. H. M. R. Morse, Divisional Superintendent, Lahore, explaining 


the function of the wheel-drop pit to Lord Wavell. 
Mr. 


Behind him is 


. T. Biscoe, Chief Operating Superintendent 
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RAILWAY 


PERSONAL 


\ yunt Davidson, who is Deputy- 
Chai inan of the Buenos Ayres Great 
Soutiern Railway Co. Ltd. and Buenos 
Ayres Western Railway Limited, has been 
appo:ited a Director of the Buenos Ayres & 
Pac Railway Co. Ltd. 

Mr. H. N. S. Edwards, A.M.I.Mech.E., 
Divisional Locomotive Superintendent, Car- 
diff, Great Western Railway, who, as 
rect d in our February 2 issue, has been 
ap} ted Divisional Locomotive Super- 
inte nt, Bristol, joined the staff of the 
Taff Vale Railway in 1910 as an apprentice 
at West Yard, Cardiff. He served with the 





Mr. H. N. S. Edwards 


Appointed Divisional Locomotive Superintendent, 
Lristol, G.W.R. 


Royal Engineers (T.A.) from 1914 to 1919; 
he then returned to railway service as a 
draughtsman, and later was appointed 
Inspector. After the amalgamation of the 
railways, Mr. Edwards transferred to the 
Newport Division as Inspector, and in 
1929 was appointed Assistant to the 
Divisional Locomotive Superintendent 
there. In 1933 he transferred to Bristol 
in a similar capacity, and in July, 1941, 
was appointed Assistant to the Locomotive 
Running Superintendent & Outdoor Assist- 
ant to the Chief Mechanical Engineer, 
Swindon. He became Divisional Loco- 
motive Superintendent, Cardiff, in April, 
1942. Mr. Edwards is an Associate Fellow 
of the Permanent Way Institution. 


We regret to record the death on March I, 
at the age of 49, of the Rt. Hon. Harcourt 
Johnstone, M.P., Secretary to the Depart- 
ment of Overseas Trade. 





The British Employers’ Confederation 
has elected Mr. Andrew K. McCosh (who 
is a Director of the London & North 


Eastern Railway Company) as President, in 
succession to the late Sir Charles Craven, 
and Sir Allan Macdiarmid (Chairman 
& Managing Director of Stewarts and 
Lloyds Limited), Mr. G. S. Maginness 
(Chairman & Managing Director of Chur- 
chill Machine Tool Co. Ltd.), and Mr. 
Thomas Longworth as Vice-Presidents. 
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Mr. J. Bowen, Chief Audit Inspector, 
Johannesburg, South African Railways & 
Harbours, has been appointed Revenue 
Accountant. 


Professor Andrew Robertson, D.Sc., 
F.R.S., Principal of Merchant Venturers’ 
Technical College, Bristol, and Professor of 
Engineering at Bristol University, has been 
elected President of the Institution of 
Mechanical Engineers for 1945-46. 


Mr. Alleyne M. Dinwoodie, who, as 
recorded in our January 19 issue, has retired 
from the position of Secretary to the local 
committee of the Central Argentine Rail- 


Mr. A. M. Dinwoodie 


Secretary to the local committee of the 
Central Argentine Railway, 1934-44 


way Limited, was born in London on 
January 1, 1884. Mr. Dinwoodie entered 
the service of that company in 1906, after 
having been employed for five years with 
the South Eastern & Chatham Railway ; 
he was assigned to duties in the Local 
Committee Office, Buenos Aires. He volun- 
teered for military service in December, 
1915, and returned to Argentina in March, 
1919. After the retirement of the late 
Mr. G. P. Newell, Mr. Dinwoodie was 
appointed Secretary to the local committee 
on April 1, 1934. 


The late Sir H. L. Watkin Williams- 
Wynn, who was a Director of the Great 
Western Railway Company from 1885 
until 1943, and who, as already recorded, 
left unsettled estate and settled land 
previously valued at £712,210, has left 
settled land now valued at £231,200, 
making a total of £943,410. 





Mr. W. T. James has been appointed 
Chairman of the Gateshead & District 
Tramways Company, the Tynemouth & 
District Transport Co. Ltd., and of Wake- 
field’s Motors Limited, in succession to Mr. 
R. J. Howley. Mr. Howley is retaining his 
directorship of the Gateshead Company but 
has resigned from the boards of the Tyne- 
mouth and Wakefield’s Companies. All 
three companies are associated with the 


NEWS SECTION 


British Electric Traction Co. Ltd., of which 
Mr. Howley is Chairman, and also with the 
L.N.E.R. 


Mr. Cecil Walter Dansey, who, as re- 
corded in our January 19 issue, has been 
appointed Secretary to the local committee 
of the Central Argentine Railway Limited, 
was born on November 22, 1892, in the city 
of Parana, capital of the Province of Entre 
Rios, Argentina, and was educated at the 
State School, English School, Barker 
Memorial School and King Edward’s 
College. In 1907 he joined the management 
of the Central Argentine Railway, and in the 
next year entered the offices of the local 
committee, in which he occupied a post in 


Mr. C. W. Dansey 


Appointed Secretary to the local committee of the 
Central Argentine Railway 





the Legal Section, the Chief of which he 
became some years later. In 1926, after 
having been Chief of the Land and ‘Work 
Offices, respectively, he was appointed 
Government Agent, and, since 1934, has 
shared the duties of the secretaryship of 
the local committee, with the title of Ad- 
ministrative Representative. From 1912 
to 1929, Mr. Dansey was a member of the 
staff of the Buenos Aires daily newspaper 
La Nacién, having acted as Night Secretary 
to the then Director, Don Jorge A. Mitre. 
At the age of 23 he contributed articles to 
several well-known magazines published in 
Buenos Aires. With the exception of these 
additional journalistic activities, Mr. Dansey 
has worked exclusively on the Central 
Argentine Railway. 


We regret to record the death, at sea, on 
February 11, of Captain Lawder Benjamin 
Sandys Smith, M.C., Indian Army (retired), 
lately a District Engineer, Iraqi State 
Railways, aged 53. 


We regret to record the death on Feb- 
ruary 4, in his 64th year, of Mr. Alexander 
Fraser, Chief Technical & Commercial 
Representative in Scotland of the Arm- 


strong Whitworth group of firms since 1918. 


Mr. Fraser had been ill for some time. He 
commenced his technical career as an 
engineering apprentice, and later was 
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draughtsman, with John Hastie & Co. Ltd., 
of Greenock. During the last war, he was 
associated with Royles Limited, of Walsing- 
ham, and Hawthorns Limited, of Leith, as 
Works Manager. 


A.M.I.Mech.E., 
Great 


Mr. C. F. Tyndall, 
formerly Running Superintendent, 


Mr. C. F. Tyndall 


Appointed Running Superintendent. 
Irish Transport Company 


Southern Railways (Eire), who, as recorded 
in our February 16 issue, has been ap- 
pointed Running Superintendent, Irish 
Transport Company, was educated at 
Castleknock College and Earlsfort House 
School, Dublin. He began his training 
with the Great Southern & Western Rail- 
way in 1916, and, after seven years in the 
various workshops, drawing office and 
laboratory at Inchicore Works, was ap- 
pointed Junior Assistant to the Works 
Manager. On the railway amalgamation 
of 1925, he was appointed Senior Assistant 
to the Running Superintendent. For 
several years he acted as the company’s 
Inspector of Purchased Materials in Great 
Britain. In 1930 he was appointed District 
Locomotive Superintendent (Southern 
Area), Cork, and in 1937 was promoted to 
be District Locomotive Superintendent 
(Eastern Area), Waterford. Mr. Tyndall 
was appointed Assistant Running Super- 
intendent in January, 1942, and Running 
Superintendent in June of the same year. 


Mr. Eric Mensforth has been released 
at his own request from his duties as Chief 
Production Adviser to the Chief Executive 
of the Ministry of Aircraft Production. Mr. 
Mensforth is Deputy Managing Director of 
Thos. Firth & John Brown Limited. 


Mr. Ralph Jackson has resigned from the 


board of directors of Alfred Herbert 


Limited. 


Mr. Thomas F. Brazil, formerly Commer- 
cial Assistant, Great Southern Railways 
(Eire), who, as recorded in our February 16 
issue, has been appointed Commercial 
Superintendent, Irish Transport Company, 
joined the Great Southern & Western 


Railway in 1903, and after having served . 


at various stations, became Accountant at 
North Wall Goods Department in 1918. 
He was appointed to the Claims Depart- 
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ment of the Traffic Manager’s Office in 
1920. In 1922 he was transferred to the 
Rates Department, and took an important 
part in the revision of rates and general 
railway classification, consequent on the 
Railways Act of 1924. He was appointed 
Clerk-in-Charge of Irish Rates Section in 
1926, and Chief Rates Clerk in 1937. In 


Mr. T. F. Brazil 


Appointed Commercial Superintendent, 
Irish Transport Company 


1942 he was promoted to the position of 
Commercial Assistant. Mr. Brazil was the 
company’s representative before the Rail- 
way Tribunal up to its dissolution in 1944. 
He also has represented the company on 
many important traffic conferences, in- 
cluding the Irish & English Traffic Cor 
ference, and the Passenger Train Rates & 
Fares Committee. He is a member of the 


Messrs. Benjamin and Edward Garnett, 
brothers, both of Brighton, and inspectors 
of the Chief Civil Engineer’s Department, 
Southern Railway, after visiting Bucking- 
ham Palace each to receive the B.E.M. 
Both have been responsible for repairs 
to bridges damaged by enemy action 
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control committee of the Associated B: tish 
& Irish Railways Incorporated, New \ ork, 
and of the Traffic Officers’ Committe = of 
the Irish Railway Clearing House, of © sich 
body he was Chairman in 1944. 


Mr. D. Kirwan, formerly Oper: ting 
Assistant, Great Southern Railways (I ire), 


Mr. D. Kirwan 


Appointed Operating Superintendent, 
Irish Transport Company 


who, as recorded in our February 16 issue, 
has been appointed Operating Superin- 
tendent, Irish Transport Company, joined 
the Great Southern & Western Railway in 
1903. He gained experience in the Goods, 
Passenger and Parcels Departments at 
Cork, and was attached to the District 
Traffic Superintendent’s Office for some 
years. In 1919, he was appointed Chief 
Clerk to District Superintendent, Tralee, 
and in 1922 was promoted to Limerick in 
a similar capacity. On the railway amal- 
gamation of 1925 he was transferred to 
Dublin, where he was assigned to special 
duties in the Operating Superintendent's 
Department. He became Chief Trains 
Clerk in 1933, and in 1942 was appointed 
Operating Assistant. He represented the 
Great Southern Railways on the Railway 
Clearing House, Rules & Regulations Special 
Committee, for several years ; he also con- 
ducted classes at the Dublin School of Com- 
merce in railway signalling and train con- 
trol. Mr. Kirwan is Military Liaison Officer, 
and holds the rank of Major. 


Hunt has joined the board of 
Ransomes, Sims & Jefferies 


Mr. R. J. 
directors of 
Limited. 


The directors of Edgar Allen & Co. Ltd. 
announce that they have elected Mr. Wil- 
liam H. Higginbotham as Chairman, i0 
succession to the late Mr. C. K. Everitt. 
Mr. Higginbotham joined the company it 
1930 as Secretary (which position he now 
relinquishes) and became a director it 

933. 


The L.M.S.R. announces that the Herbert 
Jackson Prize for 1944 has been awarded to 
Mr. J. C. Loach, of the Engineering Section 
of the Research Department, for a paper 
entitled ‘‘ Experiments on Pre-Stressed 
Concrete Sleepers”; a Herbert Jackson 
Medal has been awarded to Mr. D. W. 
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Peacock for a paper describing measure- 
ments made on the Shropshire Union Canal ; 
and that Mr. D. A. Wright has been highly 
commended for a paper entitled “‘ The 


Thermal Resistance at Metallic Junctions.” 


Mr. F. H. Clayton, lately Technical 
Engineer with the London Passenger Trans- 
port Board, has now taken up his appoint- 
ment as Engineer with East Midland Motor 
Services Limited of Chesterfield. 


Lord Leathers, Minister of War Trans- 
port, is to be presented with a scroll of 
honorary membership of the Institution of 
Municipal & County Engineers at a meeting 
of the Institution in the Waldorf Hotel, 
London, W.C.2, today (March 9), after the 
postponed presidential address by Mr. W. P. 
Robinson, County Surveyor for Surrey. 


SOUTHERN RaILway APPOINTMENTS 

The Southern Railway announces the 
following appointments :— 

Mr. A. E.. Hoare, Assistant Western 
Divisional Motive Power Superintendent, 
Woking, to be Assistant to the Super- 
intendent of Motive Power, Deepdene. 

Mr. R. Steele, Running Shed Superinten- 
dent, Exmouth Junction, to be Assistant 
Western Divisional Motive Power Super- 
intendent, Woking. 

Commander A. F. Armitage, Director & 
General Manager of the Hoffmann Manufac- 
turing Co. Ltd., has been appointed 
Managing Director. Mr. C. Pryke, who 
joined the company in 1901, and who has 
been Director & Comptroller, is retiring 
from his executive position at his own 
request, but is retaining his seat on the 
board and has been appointed Vice-Chair- 
man. Mr. W. L. Hubbard returns to the 
company, and has been appointed Com- 
mercial Manager. 


L.M.S.R. CHrEF EXECUTIVE CHANGES 
DURING 1944 


In the course of his speech at the annual 
general meeting of the London Midland & 
Scottish Railway Company on March 2, 
Lord Royden, the Chairman, dealing with 
changes in the upper ranks of the executive 
during 1944, said :— 

‘Mr. Ashton Davies, a Vice-President, 
has retired after 54 years of railway service. 
During this time he devoted his exceptional 
gifts to the interests of the railway, and he 
carries with him in his retirement the best 
wishes and remembrances of his colleagues 
and friends. 

Sir William Stanier, after a distinguished 
career, relinquishes his position as Chief 
Mechanical Engineer and is succeeded by 
Mr. C. E. Fairburn, who combines the 
duties of Chief Mechanical & Electrical 
Engineer. It is a great pleasure to ‘his 
many friends and admirers that Sir William 
has been elected a Fellow of the Royal 
Society. 

On his appointment as Vice-President, 
Mr. Royle ceased to be Chief Operating 
Manager, and Mr. S. H. Fisher has been 


.4ppointed in his place. 


Mr. H. V. Mosley, our Chief Officer for 
New Works & Parliamentary Business, has 
also retired. 

Mr. Arthur Towle, after 48 years’ work 
in the Hotels Department, has relinquished 
his appointment and Mr. F. G. Hole is 
acting in his place. 

Mr. W. Wood becomes Signal & Telegraph 
Engineer in place of Mr. A. F. Bound, who 
has retired from that post, but for the time 
being remains in the service of the company 
for special work.” 
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RECEPTION FOR TURKISH STATE RAILWAYS 
DELEGATION 

A reception in honour of the members 
of the Turkish State Railways delegation 
was held on February 27 at 14, Fitzhardinge 
Street, W. The Turkish Ambassador re- 
ceived the guests, who included :— 

Mr. P. Noel-Baker (Parliamentary Secretary, 
Ministry of War Transport); Major-General 
Sir Evan Gibb (President, London Chamber of 
Commerce) and Mr. A. de V. Leigh (Secretary) ; 
Sir Frank Nixon (United Kingdom Commercial 
Corporation) ; Brigadier-General Sir Wyndham 
Deedes ; Brigadier-General Sir Osborne Mance 
(Ottoman Bank); Lord Ashfield (Chairman) 
and Lord Latham, Sir Patrick Ashley Cooper, 
Mr. Geoffrey Vickers, V.C., and Mr. John Cliff 
(London Passenger Transport Board); Sir 
William Halcrow ; Sir Charles Hambro (Chair- 
man of the Great Western Railway Company) ; 
Brigadier-General Sir Harold Hartley (Vice- 
President, L.M.S.R.); Sir Ronald Matthews 
(Chairman, London & North Eastern Railway 
Company); Colonel E. Gore-Browne (Chair- 
man, Southern Railway Company) ;_ Lord 
Farrer ; Lt.-Colonel Crocker; and directors of 
many firms manufacturing railway equipment. 
R.E. SUPPLEMENTARY RESERVE RAILWAY 

OFFICERS 

In our issue of November 10 last we 
published a list showing the present ranks 
of regular officers of the Royal Engineers 
still on the active list who were connected 
with the Transportation Training Centre 
at Longmoor before the war. We are now 
able to publish the following list showing 
all the officers who were with the Royal 
Engineers, Supplementary Reserve, rail- 
way units (construction, operating, work- 
shops and stores), as distinct from the 
docks groups and movement control 
groups, at the outbreak of the war :— 


Substantive 
rank rank 
Lt.-Colonel 


Blakey, W. E., M.M. 
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INDIAN RAILWAY STAFF CHANGES 


Rai Bahadur Kanchi Pershad has been 
confirmed permanently as Deputy Chief 
Engineer, E.I.R. 

Mr. K. C. Bakhle, Officiating Deputy 
Chief Engineer, G.I.P.R., has been ap- 
pointed to officiate as Chief Engineer on 
that railway. 

Mr. G. A. Slater has been confirmed per- 
manently as Deputy Chief Engineer, Sig- 
nals, M.S.M.R. 

Rai Sahib Chamba Ram has _ been 
appointed to officiate as Deputy General 
Manager (Rationing), N.W.R., in succession 
to the late Mr. Assheton Smith. 

Mr. J. W. Henderson, Divisional Super- 
intendent, Quetta, N.W.R., has _ been 
granted leave, prior to retirement, as from 
November 1. 

Mr. W. J. W. Sorby, V.D., Officiating 
Deputy Chief Mechanical Engineer (M.), 
N.W.R., has been appointed to officiate as 
Divisional Superintendent, Quetta. 

Mr. N. C. Watney has been appointed to 
officiate as Deputy Chief Mechanical 
Engineer (M.), N.W.R. 

Khan Bahadur A. L. Sheik, Deputy Chief 
Engineer (M.), N.W.R., has been granted 
leave, preparatory to retirement, as from 
October 1. 

Mr. Dava Chand has been appointed to 
officiate as Deputy Chief Engineer (M.), 
N.W.R. 

Rai Bahadur A. N. Sud, on return from 
leave, has been posted as Deputy Chief 
Engineer (E.), N.W.R., in place of Mr. 
Dava Chand. 

Mr. A. C. Vining, Deputy Chief Commer- 
cial Manager, N.W.R., has been permitted 
to retire from Government service. 


Home 
railway 
L.N.E.R. 


Later or present 


Brigadier 


(Bt.-Colonel) 


Chester, A. B. 

Sanderson, H. F.* 
Cookson, E. C.* 

Youath, EK. i: . 

Edwards, R. H. 

Knotts, L. J. M. 

Parker, C. P., M.C. 
Bellamy, G. S.* 

Blundell, J. 

Harvey, C. F. E 

Scott, W. J. seh i 
Illingworth, V. R., O.B.E.t P 
Lemon, G. A. .. ee es 
Viner-Brady, N. E. V., O.B.E. 
Bird, H. T.* : ae ; 
Neale, H. G. 

Taylor, S. M. 

Petty, F. H. 

Hart, D. S. 

Field, C. M. 

Rice, C. R. L. 

Finnis, S.|| 

Butland, A. N 

Stevens, S. 7 eae 
Strouts, B. M., M.B.E 
Matthews, R. G. M.§ 
Matheson, E. J. M. 
Hartnell, W. J. 

Price, J. R. R.f 
Edwards, C. W. 

Miller, W. B. S. 

Ivimey, F.J. .. 
Smeardon, R. F. J. 
Hubbard, A. W. 

Byers, H. B. 

Stanier, W. J. H. 
Hobson, T. H. .. 

Cobbs, &. LP. «. a 
Patterson, J. A., M.B.E. 
George, G. F. .. - 


Lt.-Colonel 
Major .. 
Major .. 
Major .. 
Major .. 
Major .. 
Major .. 
Major .. 
Captain 
Captain 
Captain 
Captain 
Captain 
Captain 
Captain 
Captain 
Lieut. .. 
Lieut. .. 
Lieut. 
Lieut. .. 
Lieut. .. 
Lieut. .. 
-Lieut. .. 
Lisat. .. 
Lieut. -. 
Lieut. .. 
Lieut. .. 
Lieut. .. 
2nd Lieut. 
2nd Lieut. 
2nd Lieut. 
2nd Lieut. 
2nd Lieut. 
2nd Lieut. 
2nd Lieut. 
2nd Lieut. 
2nd Lieut. 
2nd Lieut. 
: .. 2nd Lieut. 
: ‘ 2nd Lieut. 


Southern 
L.N.E.R. 
G.W.R. 
G.W.R. 
G.W.R. 
Southern 
L.N.E.R. 
L.M.S.R. 
L.N.E.R. 
G.W.R. 
G.W.R. 
G.W.R. 
L.M.S.R. 
Southern 
L.N.E.R. 
L.M:.S.R. 
L.N.E.R. 
L.N.E.R. 
G.W.R. 
G.W.R. 
L.M.S.R. 
L.N.E.R. 
G.W.R. 
G.W.R. 
L.N.E.R. 
G.W.R. 
G.W.R. 
G.W.R. 
G.W.R. 
G.W.R. 
L.N.E.R. 
Southern 
G.W.R. 
G.W.R. 
L.N.E.R. 
L.M.S.R. 
Southern 
Southern 
L.N.E.R. 
Southern 


Colonel 
Lt.-Colonel 
Lt.-Colonel 
Lt.-Colonel 
Lt.-Colonel 
Lt.-Colonel 
Lt.-Colonel 
Lt.-Colonel 
Lt.-Colonel 
Lt.-Colonel 
Lt.-Colonel 
Lt.-Colonel 
Colonel 
Colonel 
Lt.-Colonel 
Major .. 
Major .. 
Colonel 
Lt-Colonel 
Major .. 
Lt.-Colonel 
Lt.-Colonel 
Major .. 
Lt.-Colonel 
Lt.-Colonel 
Major .. 
Major .. 
Lt.-Colonel 
Lieut. .. 
Major .. 
Major .. 
Lt.-Colonel 
Major .. 
Major .. 
Captain 
Captain 
Major .. 
Major .. 
Major .. 
Major .. 


* Returned to railway service; f Killed on active service ; t Died on active service ; 
§ Died of wounds; || Prisoner of war 
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Summer Time 

The Government has announced that 
Double Summer Time will begin this year 
on Easter Monday, April 2, and end on 
July 15, when the position will be reviewed 
in the light of the war situation. It is 
hoped to revert to Greenwich Mean Time 
(solar time) on October 7. 

Last year, Double Summer Time lasted 
for the 24 weeks from April 2 to Septem- 
ber 17; the present intention is thus that 
it shall be curtailed to 15 weeks this year. 


Austerity Locomotives go Overseas 

Towards the end of 1942, the War 
Office agreed to lend the British railways 
450 specially-designed 2-8-0 austerity loco- 
motives, the first of which went into service 
in January, 1943. The manufacturing 
programme was completed in little more 
than 12 months. Progress of the Allied 
Armies in Europe necessitated the with- 
drawal of these locomotives from British 
service, and 250 were sent to France and 
Belgium ; 100 more were dispatched 
towards the end of February, and the re- 
maining 100 are being sent during the 
present month. The arrangements provide 
for these engines to reach the ports for 
shipment at the rate of more than 20 a 
week. 


B.L.A. Leave Trains 

Some alterations have been made in the 
daily leave trains serving the North-East 
Coast, the Midlands, and Scotland. From 
February 28, the L.N.E.R. train calls at 
Peterborough North, Doncaster, York, 
Northallerton, Stockton, West Hartlepool, 
and Sunderland, terminating at Newcastle 
(Central) at 4 a.m. On the southbound 
journey there is an additional call at Eagles- 
cliffe. The running of these trains via 
the coast line north of Northallerton enable 
many men to detrain nearer their homes 
and subsequently rejoin without having 
first to proceed to a main-line station. 

Of the two other trains, one provided by 
the G.W.R. calls at Crewe and Stockport, 
and terminates at Manchester (London 
Road, L.M.S.R.) as from March 1, and the 
other, an L.M.S.R. train, calls from the 
same date at Carlisle, Carstairs, Motherwell, 
and Coatbridge, and terminates at Glasgow 
(Buchanan Street). 

All the trains continue to be provided with 
buffet cars. 


Abnormal Operational Difficulties 

Some idea of the abnormal operational 
difficulties of the British railways in recent 
months was given by Lord Royden in the 
course of his speech at the 22nd annual 
general meeting of the L.M.S.R. on March 2. 
In the course of his remarks, he said :— 

The exceptional nature and volume of the 
Government priority traffic, together with 
the large increase in ordinary passenger 
travel, played havoc with the time-keeping 
of many of our passenger trains, and to 
add to our troubles we experienced in the 
early weeks of this year most adverse 
weather conditions. Fog persisted for 
days over large areas of the country, and 
in addition there were heavy -snowfalls and 
severe frost. These conditions at one time 
or another affected the whole of our main 
lines from the north of Scotland to London. 
Points and signals, brake connections, steam 
pipes, and couplings -were frozen up. 
Water troughs were also frozen and trains 
had to stop out of course to take water 
wherever it was available. There were 
numerous cases where coal supplies were 
frozen solid in the wagon and could not be 
tipped into the appliances for coaling our 
engines. Coal froze in the coaling plants, it 
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froze on the tenders, and finally when the 
thaw set in we had a number of landslides 
and floods to contend with. 

To add to our difficulties, sickness among 
our staff during the winter was greatly in 
excess of the normal for the time of the year, 
and I feel sure you will join with me in 
paying a tribute to our staff (men and 
women) who work on the track, in the 
signal boxes, at the stations, and on the 
trains, for their determination and endur- 
ance in keeping our lines open in spite of 
these handicaps. During the abnormal 
appalling weather conditions I have men- 
tioned not a single passenger was seriously 
injured in a train accident. 

It is a fact that, in spite of all these 
difficulties, our railway machine never 
ceased to function. At times it was 
delayed, but it never stopped—and it 
never will stop, even when victory, now 
happily in sight, has been won. 


Full Restaurant Service in Ulster 

The new Northern Ireland timetable of 
the L.M.S.R. (Northern Counties Com- 
mittee), which came into operation on 
March 5, provides for faster express trains 


on the main line, together with a full 
restaurant service supplying breakfast, 
luncheon, high tea, supper, and other 


refreshments. 

Some of the faster trains perform the 
journey between Belfast and Londonderry 
in 2} hr., and between Belfast and Coleraine 
in 1 hr. 22 min. 


Permits for Road Vehicles 

The Minister of War Transport has made 
the Emergency Powers (Defence) Road 
Vehicles & Drivers (Amendment) Order, 
1945, which comes into force on March 31. 
After that date certain existing concessions 
in the use of road vehicles under carriers’ 
licences and defence permits will be with- 
drawn, except in special cases. 

During the war, in order to make the 
most economical use of transport, road 
vehicles have been allowed to carry goods 
for hire or reward irrespective of whether 
they were used under “A,” “ B,” or “C” 
licences, or ‘‘A”’ contract licences. For 
example, a trader holding a ‘“‘C”’ licence 
to carry goods for his own business, could 
carry goods for other persons, and a vehicle 
used under an “ A”’ contract licence could 
also be employed outside the contract. 
These concessions could be withdrawn by 
Regional Transport Commissioners at their 
discretion if they proved to be unnecessary 
or if they were abused. 

The Order takes away 
authority, and also restricts “A,” “A” 
contract, ‘ B,’’ and ‘‘C”’ defence permits, 
which have been issued during the war, 
in the same way as the equivalent carriers’ 
licences were restricted in peacetime. 

In future, vehicles may carry goods for 
hire or reward outside the conditions of 
their licences and permits only if operators 
have a _ special authorisation from the 
appropriate Regional Transport Commis- 
sioner, or a consignment note from the 
Government Road Haulage Organisation. 
Operators who consider that there are 
special reasons why they should continue 
to carry for hire or reward, outside the 
terms of their licences or permits, should 
apply to the appropriate Regional Trans- 
port Commissioner enclosing evidence. 

The Order is intended to pave the way 
for a return to peacetime conditions in the 
haulage industry. 

Pooled Delivery Services 

The Ministry of War Transport wishes 
to make it clear that pooled road transport 
delivery services, introduced hw traders to 


this general 
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Save transport and manpower, are stil] 
desirable and should be continued. Under 
the new Emergency Powers (Defence) load 
Vehicles & Drivers (Amendment) Order, 
which comes into force on March 3], 
traders participating in pooling schemes 
need to obtain permission from the Re. 
gional Transport Commissioners to continue 
to carry for hire or reward. We understand 
that this permission will be given readily. 


Oil Fuel on Palestine Railways 
Because of coal shortage, all locomotives 
operating on the Palestine Railway system 
have now been adapted to use locally. 
produced crude oil, according to a Haifa 
press message dated February 23. 


Reinforced-Concrete Sleepers on the 
Reichsbahn 

Standard sleepers of reinforced concrete 
are now used on the German Reichsbahn 
to an increasing extent, although it is not 
stated whether they are used for main 
lines. The sleepers are 24 metres (8 ft. 2} in.) 
long, the bottom width is 26 cm. (10} in), 
and the top width and height 20 cm. (8 in.) 
each. The sleepers are of uniform trans- 
verse section and weigh 296 kg. (653 Ib.). 
The rails are fixed on them by means of 
bushes sunk into the concrete ; the bushes 
are of beech wood impregnated with tar 
oil. Into these bushes the coach screws 
are driven. It is said that this affords an 
excellent means of fixing the rails. 


French Train Service Restoration 

French steam-operated long-distance pas- 
senger trains will begin to run again from 
March 12, according to a statement made 
by M. Rene Mayer, French Minister of 
Transport, to the newspaper Le Monde 
Passenger train services would not become 
normal for several weeks, but would im- 


prove gradually, he said. Paris radio 
subsequently stated that express train 


services between Paris and Lille and Paris 
and Le Havre were among those to begin 
again in the near future. It was added 
that the Avignon Bridge and the Chartres 
Viaduct were now in use. 

It will be recalled that steam-operated 
long-distance passenger trains were sus- 
pended from January 16, by reason of coal 
shortage, as recorded in our January 26 
issue (page 93). 


Railway Service Restoration in 
Jugoslavia 

Communications have now been estab- 
lished between Belgrade and Pozarevac as 
a railway line has been laid over the newly- 
constructed wooden bridge across the 
River Morava. The maximum capacity of 
this bridge is 10 tons and it is necessary to 
manhandle light under-loaded wagons 
across the bridge on to a special ramp from 
which their contents are tipped into normal- 
gauge wagons and thence despatched to 
Belgrade. It is thus possible to send the 
urgently-needed lignite by rail from Kosto- 
lac to Belgrade. 

From February 15, the following train 
service has been maintained on the Bel- 
grade-Nish line :— 

Passenger train No. 112, to Nish at 06.50. 


Passenger train No. 117, to Mladenovac at, 


19.20. 

Local trains for Resnik at 05.35 and for 
Ripanj at 14.15. 

Express train No, 102, leaving Belgrade for 
Sofia at 23.05. 

Trains arriving in Belgrade are scheduled 
as follow :— 

Express train No. 101, from Sofia at 05.52. 

Passenger train from Nish at 15.40. 

Passenger train from Mladenovac at 05.40. 

Local train from Resnik at 17.58. 

Local train No, 109, from Ripanj at 16.40. 

Local trains from Miljakovac at 17.20 and 
18.45. 
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London Midland & Scottish Railway Company 


Awards to staff—Executive changes—Financial results—Contin- 
gency fund—Railway Control Agreement—Level of charges— 
travel—Freight train traffic—Contribution to war 


Passenger 


production—Air services—Return of staff from Forces 


[The twenty-second annual general meet- 
ing of the London Midland & Scottish 
Railway Company was held at Euston 
Station, London, N.W.1, on Friday, 
March 2, 1945. The Rt. Hon. Lord 
Royden, C.H., Chairman of the company, 
pres led. : ; 

The Secretary (Mr. G. R. Smith) having 
read the notice convening the meeting, 

The Chairman said: Ladies and gentle- 
men, the report and accounts for the past 
year are on the table and as they have 
been in your hands for some days I pre- 
sume that you will as usual take them as 
read 

Before dealing with the general business 
of the company I offer, on behalf of all 
of us, sincere congratulations to those 
mémbers of the staff who during the past 
year have received special recognition 
from His Majesty the King of the out- 
standing services they have _ rendered. 
His Majesty has been graciously pleased 
to confer on Mr. T. W. Royle, a Vice- 
President of the company, the rank of 
Commander of the Royal Victorian Order. 
Mr. G. L. Darbyshire, another of our 
Vice-Presidents, has also been decorated, 
having received a C.B.E. In addition, 17 
members of the staff have received decora- 
tions from His Majesty in recognition of 
meritorious railway service, and 11 on the 
occasion of the Home Guard “ stand- 
down.’’ Since the beginning of the war, 
182 decorations have been awarded to 
members of the staff who are serving with 
the Forces. One member of the Police 
Department staff was awarded the British 
Empire Medal and another commended in 
the London Gazette for courageous action 
in connection with the arrest of an armed 
thief. 

In the course of the year there have 
been various changes in the upper ranks of 
the Executive. Mr. Ashton Davies, a 
Vice-President, has retired after 54 years 
of railway service. During this time he 
devoted his exceptional gifts to the in- 
terests of the railway, and he carries with 
him in his retirement the best wishes and 
remembrances of his colleagues and 
friends. Sir William Stanier, after a dis- 
tinguished career, relinquishes his position 
as Chief Mechanical Engineer and is suc- 
ceeded by Mr. C. E. Fairburn who com- 
bines the duties of Chief Mechanical & 
Electrical Engineer. It is a great pleasure 
to his many friends and admirers that Sir 
William had been elected a Fellow of the 
Royal Society. On his appointment as 
Vice-President, Mr. Royle ceased to be 
Chief Operating Manager, and Mr. S. H. 
Fisher has been appointed in his place. 
Mr. H. V. Mosley, our Chief Officer for 
New Works & Parliamentary Business, 
has also retired. Mr. Arthur Towle, after 
48 years’ work in the Hotels Department, 
has relinquished his appointment and Mr. 
F. G. Hole is acting in his place. Mr. 
W. Wood becomes Signal and Telegraph 
Engineer in place of Mr. A. F. Bound, 
who has retired from that post, but for 
the time being remains in the service of 
the company for special work. 

I take this opportunity of expressing 
on behalf of the company our great appre- 
ciation of the ungrudging and unweary- 
ing devotion to duty that has character- 
ised the work of those who are now leav- 


ing the service. One and all they have 
given of their best—and that best has 
been very good indeed. We wish them 
very many years of health in which to 
enjoy the leisure they have so fully 
earned. 

Results of the Year’s Working 

The total net revenue for the year 
amounted to £15,679,000, or £6,000 less 
than for the year 1943. The main item 
in the net revenue is the fixed annual 
sum of £14,750,000 received from H.M. 
Government under the Railway Control 
Agreement, the principal remaining earn- 
ings outside the control account being the 
£511,000 (a fairly constant figure) received 
from the company’s investments in road 
transport undertakings, and the £226,000 
which accrued from the earnings in 1944 
of our Northern Counties Railway in 
Ireland. The revenue of the Northern 
Counties Railway during the war years 
has been exceptionally good, but has now 
commenced to show signs of a falling-off, 
and with the changing phases of the war 
and increased cost levels we must not 
expect that the recent high earnings will 
continue. 

After covering the interest and divi- 
dends on the pre-ordinary holdings, and 
setting aside £400,000 for wartime contin- 
gencies (an item which I will refer to 
again later), the balance available for 
ordinary dividend is £2,453,000. Out of 
this the board recommends the payment 
of a dividend of 23 per cent., which will 
absorb £2,380,000, leaving £73,000 to be 
carried forward. 


Balance Sheet Items 


Our renewal fund balances continue to 
grow, and now total over £35,000,000, the 
cause of this increase being that we have 
been unable to carry out the normal 
amount of renewal work. The same 
applies to repair work, and a large part 
of the £15,487,000 shown under “ liabili- 
ties, miscellaneous accounts’’ is _ for 
arrears of repairs. The monetary arrears 
in respect of both renewals and repairs 
have their counterpart in the assets figure 
of approximately £28,000,000, represent 
ing our payments to date into the trust 
fund set up under the Railway Control 
Agreement. 


Contingency Fund 


The contingency fund now stands at 
£2,512,000, and includes the £400,000 1 
have already mentioned as having been 
set aside in 1944 for wartime contingen- 
cies, which is the same as for the year 
1943. The reasons I gave last year for 
strengthening this fund still obtain, and 
the financial position with regard to the 
war damage to the railways of Great 
Britain remains obscure. The precise 
intentions of Parliament in this respect 
have not yet been declared, and your 
board feels it is essential to adopt a con- 
servative policy in the matter. 

One final word on the Balance Sheet; 
during 1944 our cash position improved 
to such an extent that it was found pos- 
sible to acquire a substantial holding of 
tax reserve certificates. The accounts 
show that we have taken up £4,500,000 
of these. 
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Last year, following on the annual 
general meetings of the four main-line 
companies, the Chairmen submitted to the 
Minister of War Transport a memoran- 
dum giving the reasons why, in the 
opinion of the proprietors, the agreement 
should be further considered. In_par- 
ticular they pressed for: (i) an increase in 
the net rental; and (ii) an adjustment in 
the basic figure for maintenance, to cover 
the inevitable additional depreciation of 
the maintainable assets due to vastly 
increased user. This memorandum was 
discussed very fully at a meeting between 
the Minister and the Chairmen on April 20 
last. At the conclusion of the meeting 
the Minister stated that he could not 
agree to any increase in the annual net 
rental, but that he was prepared to ex 
amine, with the representatives of the 
companies, the question of whether some 
allowance should be made to cover ab- 
normal wear and tear. The point here is 
that Article 11 of the Railway Control 
Agreement limits the amount payable for 
maintenance to the average sum charged 
in the basis years 1935, 1936, and 1937, 
adjusted for changes in quantities of 
assets and for price levels except in so 
far as the Minister may agree to an addi- 
tional allowance for wear and tear that 
can be shown to be abnormal as compared 
with the base period. After further dis- 
cussions, in the course of which it was 
shown that there was a_ substantial 
amount of abnormal wear and tear to 
date, the Minister has informed the Chair- 
men that he is prepared to make an 
allowance to cover the cost of such ab- 
normal wear and tear as shall be shown to 
his satisfaction to have accrued over the 
whoie period of control. The actual 
amount cannot be definitely ascertained 
until the end of Control and the final 
figures are available. 


Continuance of Control 

Article 33 of the agreement provides 
that control is to be continued for a mini- 
mum period of one year after the cessa- 
tion of hostilities, but, as stated last 
December in the House of Commons by 
the Parliamentary Secretary to the Minis 
try of War Transport, control is more 
likely to last two years than one year 
after hostilities have ceased. Mr. Noel- 
Baker also pointed out that a definite 
meaning has yet to be given to the phrase 
‘cessation of hostilities,’’ bearing in 
mind the two wars in which we are now 
engaged. The same article provides 
that—‘‘ Before control comes to an end 
(i.e., before all statutory rights and obli- 
gations as they exist at that time again 
apply to the controlled undertakings) time 
will be given for the operation of any 
statutory machinery governing the level of 
charges.’’ 

I have previously explained to you the 
importance of this provision; it raises 
fundamental questions affecting the rail- 
ways, which will have far-reaching con- 
sequences. The existing statutory rights 
and obligations which are suspended are 
contained in Sections 35 and 59 of the 
Railways Act, 1921; these deal with the 
general level of charges in relation to the 
standard revenue. Unless Parliament 
decides otherwise (and the article I have 
quoted recognises that it may do this), 
these sections of the Railways Act will be 
automatically restored, at the end of 
control, when we shall resume the annual 
revisions of charges. As you know, in 1939 
the Government announced its decision to 
grant a substantial relaxation of the regu- 
lations governing freight charges, and this 
decision doubtless will be reviewed in 
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dealing with the matter, together with 
the subsequent discussions we have had 
with the Minister in the last two years 
on major questions of post-war policy. 
Once the charging machinery for peace- 
time operation is decided on, it will re- 
quire a considerable period before it can 
be put into force, so that the time is 
approaching when the agreement will need 
to be implemented in this respect. There 
is the further important point that, 
whereas since 1939 railway charges with 
certain exceptions have been increased by 
16% per cent. only, the costs of labour 
and material have risen much more 
steeply, and, assuming higher costs of 
operation will continue after the war, it 
will be necessary to adjust charges accord 
ingly to cover increased costs. Further, 
regard must be had to the net revenue in 
relation to the standard revenue which 
Parliament has decided it is in the public 
interest that the Company should earn as 
a reasonable return on its capital. 


Line Operation 


A few days before our last annual meet 
ing Field-Marshal Montgomery honoured 
the railways by addressing in this room 
some 400 railwaymen, representative of 
every section of each of the companies, 
together with their trade union leaders, 
and railway officers. After paying tribute 
to their work in the past, Field-Marshal 
Montgomery expressed his confidence in 
the support the railway men and women 
would give to the armed forces in the 
tasks ahead—and was assured that he 
could rely on their continued whole- 
hearted co-operation. This meeting was an 
inspiration to those privileged to be pre 
sent, and the great part played by the 
railways in the preparations for ‘‘ D-day’’ 
and since, already has been described in 
the press. I need not,’ therefore, dwell at 
length on what has been accomplished. 
Suffice it to say that the brilliant achieve 
ment of the Allied Forces in landing suc 
cessfully on the coast of Normandy in the 
early morning of June 6, and the subse 
quent events on the western front, in 
volved the railways in vast movements 
of men and materials. To solve success 
fully the many and varied problems that 
were continually presenting themselves 
demanded a high degree of operating 
organisation and efficiency in planning 
ways and means 

Large scale concentration of personnel 
und equipment in the south of England 
commenced on March 26, whilst concur 
rently there was an exceptional increase in 
the volume of stores to be moved to the 
ports for shipment which were required by 
the Forces immediately after the initial 
assault At the same time, convoys of 
troops and materials were arriving in this 
country, and the normal transport activi 
ties connected with the industry of the 
country had to be provided for 

To indicate the intensive working, be 
tween March 26 and June 24, 446 invasion 
special troop trains and 1,232 special 
stores trains were moved to the ports or 
concentration points in the south over 
the company’s lines, whilst during the 
same period Services special trains for 
other purposes amounted to 12,069 (6,395 
passenger and 5,674 freight). 

The number of Services and Govern- 
ment trains in 1944 reached the 
highest level yet attained in any one 
year; 57,605 special passenger and freight 
trains were run over our line, compared 
with 39,211 in 1943—approximately 47 
per cent. increase. 

Apart from a reduction in workmen’s 
travel during the year due to curtailment 
of work on Government factories, the 


stores 
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volume of passenger traffic continued at a 
very high level and was again approxi- 
mately 70 per cent. greater than before 
the war. To make room for Government 
priority traffic the summer service was cut 
down to a curtailed winter service and in 
addition many trains in this reduced ser- 
vice were cancelled. There was much 
overcrowding of trains, but traffic essen- 
tial for the’ prosecution of the war had to 
take first place—a fact that many yet 
fail to appreciate with any degree of pre- 
cision. On the top of all this, flying- 
bomb activity over Southern England 
necessitated special arrangements to take 
care of official evacuation in July and 
August, and at the same time additional 
difficulties were created by voluntary 
evacuees who in immense numbers 
crowded the London termini. 


Freight Train Traffic 


The net ton-miles for 1944 totalled 
10,522,000,000, an increase of 3,585,000,000, 
or 52 per cent. over the 12 months before 
the war. The loaded wagon miles were 
1,725,000,000, an increase of 410,000,000, 
or 31 per cent. compared with pre-war. 
General merchandise traffic, which is 
mainly responsible for the station hand- 
ling work, continues to increase, and in 
1944 was about double that of pre-war. 

The exceptional nature and volume of 
the Government priority traffic, together 
with the large increase in ordinary pas- 
senger travel, played havoc with the time- 
keeping of many of our passenger trains, 
and to add to our troubles, we experi- 
enced in the early weeks of this year most 
adverse weather conditions. Fog persisted 
for days over large areas of the country, 
and in addition there were heavy snow- 
falls and severe frost. These conditions at 
one time or another affected the whole 
of our main lines from the north of Scot- 
land to London. Points and signals, 
brake connections, steam pipes, and coup- 
lings were frozen up. Water troughs were 
also frozen and trains had to stop out of 
course to take water wherever it was 
available There were numerous cases 
where coal supplies were frozen solid in 
the wagons and could not be tipped into 
the appliances for coaling our engines. 
Coal froze in the coaling plants, it froze 
on the tenders and finally when the thaw 
set in, we had a number of land-slides and 
floods to contend with. To add to our 
difficulties, sickness among our staff 
during the winter was greatly in excess of 
the normal for the time of year and I feel 
sure you will join with me in paying a 
tribute to our staff (men and women) who 
work on the track, in the signal boxes, 
at the stations and on the trains, for 
their determination and endurance in 
keeping our lines open in spite of these 
handicaps: During the abnormal appal- 
ling weather conditions I have mentioned, 
not a_ single passenger was _ seriously 
injured in a train accident. 

It is a fact that, in spite of all these 
difficulties, our railway machine never 
ceased to function. At times it was 
delayed, but it never stopped—and it 
never will stop, even when victory, now 
happily in sight, has been won. I think 
in all modesty we may claim that the 
nation has good cause to be satisfied with 
our performance, and notwithstanding all 
the problems of operation I have men- 
tioned, the railway still functions 24 
hours a day, seven days a week. 

Every precaution continues to be taken 
to safeguard against loss and damage to 
goods whilst in our charge, but unfor- 
tunately the wave of theft which has 
swept the country since the outbreak of 
war continues unabated. Our police have 
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been untiring in the discharge of their 
duties, and were instrumental in obtain- 
ing the prosecution of 3,600 persons for 
thieving during the year—an increase of 
nearly 700 compared with 1943. 


Workshops 

It is at last permissible for me to tell 
you of the great contribution made to the 
war effort by our workshops in addition 
to the maintenance of our locomotives 
and rolling stock, a task, which they have 
carried out most efficiently. As early as 
1935 we were considering the part our 
workshops might have to play if war 
broke out, and already in 1938 we were 
building experimental tanks at Crewe 
This made it possible for us to turn over 
quickly from locomotive construction 
and during the first three years of the 
war we built 642 tanks—‘‘ Cruiser Mark 
IV’s,’’ ‘‘ Centaurs,’’ ‘‘ Matildas,’’ and 
‘ Covenanters,’’ the last of which was 
designed in our drawing office. In addi- 
tion to tanks, we had at one time over a 
thousand armament contracts for the 
Navy and Army. Assault boats, catapult 
trollies, bullet-proof shields, guns and gun 
carriages, shells and cartridge 
armoured trains and bridge units were 
among the urgent tasks we carried out 
successfully at a time when every miuute 
was precious. 

We are proud of the contribution our 
workshops have made to aircraft con 
struction and repair. We had our first 
order for aeroplane wings in 1938 and we 
specialised in making these, the most 
exacting and vital part of the air frame 
We have also put hundreds of battle- 
damaged aeroplanes back into the sky 
again and the Air Ministry has testified 
to the speed and efficiency of our repair 
organisation. For all this we owe a special 
debt to the energy and ability of our 
Chief Mechanical & Electrical Engineer 
Mr. Fairburn, who in the last war played 
1 prominent part in the Armament 
Experimental Station of the Royal Air 
Force at Orfordness. 

Much of this special war work has now 
ceased and a number of the shops have 
now resumed their normal tasks. The 
varied nature of the work they have don 
during the war, however, has given us 
much valuable experience, and the lessons 
we have learned will add greatly to th 
etficiency of our drawing offices and shops 
in the future. 


Cases 


Permanent Way 

The maintenance of the permanent way 
still remains a problem with the existing 
shortages in materials and labour. During 
1944,- the materials’ situation eased 
slightly but, if anything, the labour posi- 
tion was more difficult because of 
shortage of staff and also because of the 
lack of opportunity of carrying out 
repairs because trains were running on 
the line day and night. You will be glad 
to know that in spite of these difficulties 
the permanent way has stood up to the 
demands of this war wonderfully well 
which is very largely due to the special 
expenditure upon it before war broke out 
Nevertheless, from the facts I have given 
of the intensive user of our lines during 
the war years, this excessive wear and 
tear will have to be paid for in the long 
run. 

The supply of material of all sorts has 
continued to be difficult. Coal has been 
a serious wartime trouble. Today we 
have to take coal which is not suited for 
locomotive purposes and, in many 
instances, increases consumption and 
reduces the locomotive mileage capacity 
The total cost has advanced considerably 
and now constitutes a major problem in 
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opt rating expenses. We have continued 
ur efforts to reduce coal consumption. 
In our coal bill locomotive coal is of 
course the biggest item, but economy in 
the use of fuel for other purposes has also 
been studied very carefully. There was 
in additional saving of 5 per cent. com- 
pared with last year in the manaufactur- 
ing works, and the issues of coal for 
miscellaneous use have shown a decline 
of 16 per cent. Great credit is due to 
the full-time officials and army of part- 
time fuel watchers engaged on this work. 
Scientific Research 

The knowledge of the vital part science 
has played in national defence during the 
to a general recognition of 
post-war industry. 


war has led 
its importance iN 
Everyone is now becoming research 
minded. Fortunately for this company, 
the late Lord Stamp, 15 years ago, formed 
a scientific research department with an 


idvisory committee of distinguished 
scientists to whose continuous interest 
and help we are greatly indebted. Sinc« 
then our research staff has made a 


steadily increasing contribution to rail 
way development, and the other depart 
ments have come to rely more and more 
on its help in overcoming difficulties and 
meeting new problems. Since 1939 the 
research department has been busy with 
war problems, some of which we have 
undertaken for the Services, and a num- 
ber of our staff has been lent to Govern- 
nent departments. 

Now we are able to pay greater atten- 
tion to our own problems and particu 
larly to those we have to meet after the 
war. Investigations are in hand jointly 
with the technical departments in such 
matters as improvements in locomotive 
frames, the study of the best type and 
depth of ballast for permanent way, 
improved methods of painting structures 
ind rolling stock, and the development 


of a new form of unit construction for 
the smaller type of railway station. The 
existence of a_ well-equipped research 


lepartment has been a great source of 
strength to the company, and we are 
planning a considerable increase in its 
ictivities as soon as the European war is 
over 

Parliamentary 

I referred last year to the two Bills 
which had been introduced into Parlia- 
inent; one for the closing to navigation of 
certain of the company’s canals and the 
other to authorise the sale of water from 
the Shropshire Union Canal. The Bills 
received the Royal Assent on December 
21, 1944, 

Under the Town and Country Planning 
Act. 1944, alterations were made in the 
law relating to town and country plan- 
ning which extended widely official con- 
trol over land development of all kinds. 
After considerable negotiation, agreement 
was arrived at with the Government 
which gives the railway companies a rea- 
nable measure of freedom in carrying 
ut railway works. 


Steamship and Air Services 


Che cross-channel passenger and cargo 
have been regularly 





lp services 
naintained with the tonnage available; a 
humber of our vessels on requisition were 
d on D-day ’’ operations. 

_ Last year I said that the railways were 
‘ooking ahead to the possibilities of air 
travel after the war. In a debate in 
the House of Lords on Civil Aviation on 
May 10, 1944, Lord Kennet stated the 
wish of the railways to exercise to the 
full, without subsidy, the air powers in 
the United Kingdom and Europe given to 
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them by their Acts of 1929, and asked for 
a statement of.the policy of His Majesty’s 
Government. He expressed the belief of 
the railways in the air as a primary means 
of transport for the future. He based his 
claim for their participation on their 
development work, on the proved effici- 
ency of their services, particularly during 
the war, and on the great contribution 
they could make to a co-ordinated system 
of air and surface travel. In answer to a 
challenge from the Lord Privy Seal he said 
that the railways would submit their plan 
to the Government. 

This was done before the next debate on 
Civil Aviation in the House of Lords on 
October 12, when the railway plan for a 
comprehensive network of air services both 
within the United Kingdom and from the 
United Kingdom to Europe was explained 
by Lord Balfour of Burleigh. The rail- 
ways offered. to form a separate company 
to operate these services and to offer part- 
nership to other independent air operators 
and to the shipping companies operating 
regular pre-war services in European 
waters carrying traffic for which air trans- 
port would be needed. The railways 
were prepared to operate these services 
without subsidy, on the assumption that 
neither subsidy nor special advantages 
would be given to other operators, includ- 
ing foreign air lines entering this country 
on a reciprocal basis. Negotiations are 
now in progress with the Government to 
give the railways the place to which we 
think we are entitled by our record in air 
transport. 


Staff 


You will wish to hear something about 
the staff. The number employed last year 
averaged 236,000 compared with 231,000 in 
1938. The total salaries and wages 
amounted to £69,500,000, compared with 
£66,500,000 in 1943 and £41,500,000 in 
1938. 

The war wage payable to the general 
body of the railway staff was increased by 
5s. a week in April last, making the figure 
25s. 6d. a week for adult male staff and 
21s. 6d. for adult female staff. 

The number of staff serving with the 
Forces is 38,384, of whom 1,100 hold 
commissioned rank. In addition, 370 
members of the staff are in _ full-time 
national service, and approximately 100 
are on loan to Government Departments; 
37,500 women are now employed, apart 
from those who render part-time service— 
slightly less than last year because of the 
reduced number emploved in the work- 
shops on Government contracts. 

I regret to say the casualties among 
the company’s staff serving with the 
Forces have reached a total of 4,656, of 
whom 1,242 have been killed or died, 
193 are missing, and 891 are prisoners of 
war. 

The L.M.S.R. prisoners of war com- 
forts fund continues to do everything pos- 
sible to alleviate the suffering of the 
members of the staff in German prison 
camps. Unfortunately, it has not yet been 
possible to assist our prisoners in the Far 
East. Sixty-six prisoners have been re- 
turned to this country, and some of them 
are back at work with the company. 

The staff has contributed £160,000 to 
the Red Cross penny-a-week fund since 
1940. 


Reinstatement of Staff with Forces 


In view of the long period which has 
elapsed in most cases since the under- 
taking “in regard to re-employment on 
demobilisation was given to members of 
the permanent staff released to join the 
Forces, the President has recently written 
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each of them explaining the arrangements 
which will apply on demobilisation. The 
replies so far received from all over the 
world show the keenest appreciation of the 
ariangements we have made and an eager- 
ness to return to railway work. Arrange- 
ments are being made, with the co-opera- 
tion of the trade unions, to ensure that 
every consideration is given to secure suit- 
able re-employment of staff on war ser- 
vice who suffer injury which makes it 
impracticable for them to: take up their 
normal employment. 

The difficulties in dealing with traffic 
were accentuated by the problem of 
recruitment of suitable staff, especially for 
the key operating grades. in order to re- 
place the normal wastage, due to age, 
sickness, etc., and to provide the addi- 
tional train staff required to deal with war 
traffic. The Government Departments 
concerned made arrangements to secure an 
influx of labour (men and youths) to the 
railways, but the medical category of 
some of the adults offered was so low 
that they were unsuitable. Assistance had 
to be obtained by the temporary release 
from the Services of suitable men to act 
as firemen, shunters, shed staff, etc. 


Labour Problems 

You will readily appreciate how this 
question of supply of labour has added to 
our wartime problems. Our complement 
of experienced railwaymen has been ser1- 
ously reduced by the call to the Colours 
and it says much for the loyalty and 
steadfastness of our staff, particularly the 
older men in vital positions, many ot 
whom have remained in the service 
beyond the time when they should have 
retired, that we have been able to cope 
with our difficulties. A special word of 
praise must be given to the staff in the 
London area for their high morale and ex- 
emplary conduct during the summer 
V-bomb attacks. 

To our President and the Vice-Presi- 
dents the thanks of all stockholders are 
due. In times of exceptional difficulty 
and stress they have discharged their 
manifold duties with unflinching courage 
and success. To our officers and staff in 
all ranks, I wish to pay a high tribute for 
their loyal, untiring and efficient service. 
Time after time they have had to act on 
their own initiative, and make quick de- 
cisions when emergency measures had to 
be taken at short notice. They have never 
failed to rise to the occasion. We are 
justifiably proud of the fact that at no 
time in the critical periods through which 
our country has passed did we fail to 
meet the nation’s war requirements. 

The Chairn.an: I now move:—*“ That 
the report now read with the statement of 
accounts be adopted.’’ I ask the Deputy 
Chairman, Sir Robert Burrows, to second 
the resolution. 

Sir Robert Burrows (Deputy Chair- 
man): Mr. Chairman, my Lords, ladies 
and gentlemen, I have great pleasure in 
seconding the resolution. 

The Chairman: Before putting the reso- 
lution to the meeting 1 shall be glad to 
afford the usual opportunity for any 
remarks which any of you may wish to 
make. I ask each speaker to give his or 
her name for the purpose of record. When 
I say ‘‘ remarks,’’ I must again remind 
you that I have had to be very careful 
in the speech which I have just made to 
you that no informaticn of value to the 
enemy should be disclosed. It may well 
be that you will put questions to me in 
the ordinary way which under the same 
restriction I shall be unable to answer. It 
may also be that you might make state- 
mentsabout particular happenings at par- 
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ticular places at particular times which in 
the circumstances are inadvisable. You 
will pardon me for saying this, but it is as 
well that you should have a reminder 
that we are not quite as free to talk at 
this meeting as we were at an ordinary 
peacetime meeting. 


Stockholders’ Remarks 


Mr. Bigiot said he was voicing the 
opinion of the bulk of stockholders at 
the disappointment that the board had 
not decided to increase the dividend on 
the ordinary stock to at least 3 per cent. 
The Great Western Railway Company’s 
ordinary earnings amounted to 4-6 per 
cent., yet it paid a dividend of 4:5 per 
cent. The London & North Eastern Rail 
way Company earned 3-2 per cent., and 
paid 2} per cent. The Southern Railway 
Company earned 2 per cent. and paid 
2 per cent. This company earned 3-3 pet 
cent., yet it paid only 24 per cent. and 
preferred to allocate 0-8 per cent. of the 
earnings to a wartime contingencies fund. 
[The maintenance fund amounted to 
nearly £29,000,000. There was also a 
very large renewal fund. It had been 
pledged that there would be compensation 
for abnormal wear and tear. He thought 
the matter should be reconsidered. If 
the same policy was adopted next year, 
some stockholders would attempt to get 
proxies not to pass the accounts. 

Councillor John Wilson congratulated 
the Chairman on an excellent speech. 
[he Minister of War Transport had de 
clared that the Government had made an 
excellent bargain with the railway com- 
panies. He should have said ‘‘ with the 
railway directors.on behalf of the pro 
prietors.”’ The stockholders had not 
been consulted. The Government up to 
the end of 1944 had taken out the 
colossal sum of £200,000,000. That had 
come out of the wear and tear and de- 
preciation of assets; and it was going to 
be considered at a later date. He was 
going to move, at the election of direc 
tors, that the sum of £1,000 a year be 
allowed as their gratuity. Under Section 
91 of the Companies Clauses Act, 1845, it 
was the duty of this meeting to fix direc 
tors’ fees, the secretary's salary and the 
remuneration. It had been 
newspaper that ‘‘ A’’ and 

B’’ licence holders would become 
common carriers again on March 831. 
Road operators had never been common 
carriers. If the Government had declared 
road competitors common carriers ten 
years ago, when railway stock was trus 
tee stock, it would have been still trustee 
stock. A few members of the House of 
Commons who were friends of his had 
said: ‘‘ Do not blame the Government. 
Your directors agreed to it. It is your 
railway directors who made the trans- 
iction.’’ One of the Members of the 
House had said: ‘“‘If the Government 
issue to the stockholders 3 per cent. on 
the actual money they have invested, 
they cannot grumble.’’ He thought that 
was a fair decision. On those grounds, he 
advocated the ratification of the 
nationalisation of British railways. 

Sir Charles Stuart-Williams said that 
the agreement laid down that _ there 
should be a minimum of one year’s ex 
tension of control after the cessation of 
hostilities. To what extent did the 
extension of that period rest with the 
Government, and, if it did not rest en- 
tirely with the Government, what was 
the attitude of the railway boards 
towards it? Had they in any way com- 
mitted themselves to an extension of one, 
two or three years beyond that period? 


vuditors’ 
stated in a 
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Of the large and imposing programme of 
post-war improvements which had been 
published he was in no way critical; it 
represented a great deal of work, all of 
which was due and some much overdue. 
To what extent could that programme be 
financed without in any way damaging 
the condition of the ordinary stock. 
There was something like £30,000,000 in 
the kitty, and perhaps a_ substantial 
further sum from the promised provision 
for exceptional wear and tear, but would 
that be adequate to deal with this very 
large and imposing programme, and, if it 
was not going to be adequate, in what 
way were the necessary additional capital 
funds going to be raised? The position 
of railways during the next 12 months 
was going to be one of very great impor 
ance, not only to stockholders but also 
to the nation as a whole. Was it impos 
sible to maintain that net earning figure 
at, say, somewhere between £50,000,000 
and £60,000,000 against the £100,000,000 
odd which it represents? He did not 
think it impossible, but it would be 
achieved only by very great, continued 
and persistent efforts on the part of the 
board to improve the whole position of 
railway traffic. As to passenger traffic, 
something very drastic was_ needed, 
particularly in regard to railway sta- 
tions. The time had gone’ when 
a fTailway waiting room should _ be 
synonymous with a dim, dingy, miser 
able place, and the time had gone when 
a railway refreshment room should be 
synonymous with scanty, ill-chosen and 
badly-served food. There should be a 
revival of the whole spirit of progress in 
railway methods. This scheme of im 
provement was in hand, and something 
was known about the air traffic, but more 
than that was wanted. 

Mr. Wyndham White thought a very 
important point had been _ established, 
that the Government had definitely set at 
rest anxieties under the heading of re 
newals. Had it not been for the sacrifice 
to which stockholders had submitted be- 
fore the war, so that large sums which 
might reasonably have provided very 
modest dividends should be allocated to 
maintaining the system at the highest 
point of efficiency, it might have meant 
that we should have reached a dreadful 
disaster in the battlefield, and this war 
might very easily have been lost. It was 
for an enterprise of this character, which 
was rendering incalculable service to the 
State, that not even a starvation divi- 
dend was paid. The arrangement of 1941 
stipulated that the rental should continue 
for 12 months after the cessation of hos- 
tilities. Did that refer mainly to the 
German war or to the conclusion of the 
Japanese war? 

Mr. Dickenson asked if it would be 
practicable to give an assurance that, if 
ind when negotiations were further en 
tered into with the Government as to 
the future of the company, the proposals 
would be laid before the stockholders of 
the company. 

Mr. Gregg said he noticed in the 
balance sheet on the liabilities side ‘‘ mis- 
cellaneous accounts, £154 millions.’’ It 
appeared that the company had _ spent 
over £5,000,000 to date on the hotels. 
There was nothing in the accounts to 
show what was the revenue of those 
hotels and _ catering. Pilfering had 
reached very serious figures. What could 
be done to stop it? 

Mr. S. B. Budworth said that he was 
rather perturbed with regard to fffe large 
amounts put away to the reserve funds. 
It might be said: ‘‘ What on earth have 
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the shareholders got to grumble about? 
They are able to put away so many, nil. 
lions of pounds. What are they talking 
about when they speak of not having had 
a good bargain?’’ 

Mr. Brett asked if when the origina] 
arrangement was made with the Goy. 
ernment regarding net revenue, it was 
anticipated that the United States of 
America would be in the war at some 
future date and would make this country 
the base of operations on the Continent? 
The whole of the U.S.A. forces in this 
country, no doubt, would have to pay 
for the rendered here in som 
shape or form. If the Government was 
receiving that figure he did not think jt 
was taken into account at all by anybody 
when the £41,000,000 was arranged. 


services 


Chairman’s Reply 

The Chairman: I will try to answer 
many questions as possible, beginning 
with Mr. Bigiot. On this question of the 
dividend the actual earnings figure is 
2-9, so that instead of having a surplus 
for dividend purposes—— 

Mr. Bigiot: What do you 
‘‘ dividend purposes ’’? You may allot 
certain sums which are net earnings t 
reserve. You reduce the figure from 3-3 
to 2-9, and you do not tell us what you 
have done with the other four points. 

The Chairman: I can assure you we 
have not put it to any wrong purpose 
anyway. With regard to Councillor 
Wilson, he has a go at me about this 
question every year. I have already ex- 
plained it, but I am so inarticulate that 
it evidently has not registered. It is, by 
Statute, the duty of the board of. dire 
tors to fix the Secretary’s salary. With 
regard to the directors he has the figures 
It is already fixed by the shareholders 
(otherwise we get no remuneration) as h 
and the actual figure that the 
shareholders vote as remuneration of the 
directors has been given here in this room 
to you and the stockholders generally. 

Councillor Wilson: I say the directors 
fees are entirely in the hands of the meet 
ing. That is entirely up to them if they 
wish—and I think we ought to vote on 
them and confirm them each year and 
alter them if required. 

The Chairman: With regard to what 
Sir Charles Stuart-Williams said, I do not 
think he mentioned a single point with 
regard to our post-war programme, par 
ticularly with regard to such things as 
improved rolling stock, less dingy 
stations, and so forth, which are not part 
of the programme. I think we, just as 
much as he, are very much impressed by 
the necessity of brightening up the ail 
ways and giving better service. The chief 
reason we have not been able to do it 
is that we have not been allowed to. We 
have had neither the labour nor the 
material. It is no more pleasure to the 
directors than it is to any traveller t 
go down to stations and see the rolling 
stock in the condition it is in today. It 
is perfectly sound, but it is, to say the 
least of it, unattractive. That is all on 
the stocks, and we have it very much in 
mind. With regard to the point that 
he raised about what I think he called 
the ‘‘ hiatus period,’’ I endeavoured in 
my speech to deal with that. You asked 
a specific question. 

Sir Charles: Is there any commitment 
on the part of the railways to any extet- 
sion other than that provided under the 
1941 agreement? The answer is that 
there is no commitment or understanding 
on the part of the railways on that sub- 
ject at all. 
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Sir Stuart Williams: Does the matter 
rest entirely with the Government? 
The Chairman: It is a question of 
I will read what Mr. Noel-Baker 
.bout it, if you will bear with me, 
I should say,’’ said Mr. Noel- 
‘if I had to make a guess that 
contro! is more likely to end two years 
than one year after the end of the war. 
[| think it that were done it could be 
done only with the full agreement of the 
railway Companies.”’ 
Sir Stuart Williams: Thank you. 
Mr. Bigiot: Can we ask you to con- 
sult us Delore agreeing to any extension? 
[he Chairman: That is an extremely 
question to answer. It is so 
lifficult that I would rather you excused 
me. But I will say this much—that we 
vill endeavour to get, if we have time, 
the feeling of stockholders on the general 
quest n. 
Mr. Bigiot: Thank you. 
Mr. Wyndham White: We only want 
irs 
Chairman: I dare say. I do not 
anything in that respect, but 
our hope and intention. We may 
have only a very short time if they come 
ilong—I do not know that they will, but 
{ y come along—with some suggestion 
an extension of control, and [| 
have to come here in a white sheet 
y: ‘‘I had to give them an answer 
sht off.’’ But I will not if I can 


difficult 


it. 

Chairman: With regard to capital, 

ere saying, Sir Charles, that you 

to know what the position of our 

is and if it is reasonably safe. It 

ry difhcult—in fact it is quite 
mpossible—to assess the capital value of 
the railway. Are you going on terms of 
its earning capacity or the replacement 
value of the assets? There’are all sorts 
different ways. You probably have 

t lost sight of the fact that when the 
Government first said it had decided to 

ra new agreement in regard to 

lamage, and so on, our stock stood 
Then came unfortunate develop- 

in the war and it fell to 11}. 
Since then it has risen steadily to 32} or 
thereabouts in January last. But the 
value of the assets is the same. I only 
point that out to show how difficult it is 
what your investment is 

It depends on what process you 
to take. 

Brett, I tried very hard, apparently 
vithout any success, to explain on what 
grounds we based our request for a 

on of the existing agreement, and 
the grounds was this abnormal 

wear and tear which I think had not 
been contemplated at the time the agree- 

I is negotiated—which is, I think, 

r point, is it not? Well, that is the 
anyhow. I have explained it 
It was used as a_ bargaining 
ter, that there was this abnormal 
vear and tear, and it is owing to that 
and to the fact that Lord Leathers, the 
Minister of War Transport, accepted that 
contention that I have been able to tell 
you what arfangement we came to about 
it. What other questions have I left 
unanswered, I wonder? 

Mr. Dickinson: Mine, my lord. 

Che Chairman: Did I not speak about 
it just now? You asked us whether we 
would consult the stockholders before we 
made any new agreement. Was not that 
your question ? 

Mr. Dickinson: Yes. The previous 
reply you gave seemed to be limited to a 
fequest for an extension of time. Mine 
vas a somewhat different point. I 
wanted to know whether, before any 


apprTalse 
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negotiations are conducted, you will give 
the stockholders an opportunity of say- 
ing yes or no. 

Ihe Chairman: My answer is the same. 
If it can possibly be done it will be. 

Mr. Dickinson: Cannot we have some- 
thing more definite than that? 

The Chairman: No, I am afraid not. 

Mr. Dickinson: It is a most important 
point. 

The Chairman: 
as very important. 
Thank you very much for 
patience. Now may I formally move 
A Shareholder: My Lord Chairman 
The Chairman: I am afraid you ar 

too late. 

[The Shareholder: There is one 
tion you have not replied to. 

Ihe Chairman: I expect there are a 
good many. I may not have answered 
ill the questions. If I have not, if you 
will write me or come and see me I will 
try to answer them. 

The Shareholder: A question on an 
item in the balance-sheet was asked by a 
shareholder. I want to know if there art 
iny specific reserves. 

Fhe Chairman: One question was 
Why are not directors’ fees in the 
balance-sheet? They never have been 
hey were in the general statement ot 
accounts, but we are now _ prohibited 
from publishing those, and as long as the 
present position exists we have to rende1 
these accounts exactly as they are to 
pass the Government, and we cannot 
give information of that sort, or about 
hotels, for example. They do not come 
within, the prescribed limits and we can 
not do it. It is not that we have any- 
thing to hide. Our hotels are not a 
depressing feature of our business, but 
we are not permitted legally to say any- 
thing about them 

The Shareholder: The item to which | 
am referring is the big item in_ the 
balance-sheet of £15,500,000, miscel 
laneous. I asked whether there are any 
specific reserves and if so what is the 
nature of those reserves. It is a very 
important matter. 

the Chairman: Perhaps I might repeat 
what I said on this question about 
renewal funds. I said: ‘‘ Our renewal 
fund balances continue to grow, and now 
total over £35,000,000; the cause of this 
increase is that we have been unable to 
carry out the normal amount of renewal 
work.’’ I think that is the point you 
wanted some information on. 

The Shareholder: No, on the 
laneous account. 

The Chairman: That is all the informa 
tion we are allowed to disclose. 

The Shareholder: That does then con 
tain some reserve? 

The Chairman: 1 now move:— 

‘That the report now read, with the 

statement of accounts, be adopted.’’ 

Sir Robert Burrows: I have pleasure 
in seconding that. 

(The resolution was put to the meeting 
and carried). 

The Chairman proposed and = Sir 
Robert Burrows seconded the resolution 
for the declaration of dividends. 

(The resolution was put to the meeting 
and carried). 

The Chairman: We come now to th¢ 
re-election of Directors. I beg to move: 
‘‘That the Right Hon. Lord Aldenham, 
David Martyn Evans Bevan, Esq., 
Richard Felix Summers, Esq., and 
George Reginald Thomas Taylor, Esq., 
be, and they are hereby, re-elected 
Directors of the Company.”’ 

Sir Robert Burrows: I have pleasure 
in seconding that resolution. 


Yes, and we regard it 


youl 


que S 


miscel 
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Councillor Wilson: On a point of 
order, I wish you to put them up indi- 
vidually. 

The Chairman: I am not disputing 
your right. I only ask you not to press 
it. I do not dispute your right for a 
poll. I only ask you not to ask for it. 
1 ask you to accept these gentlemen. 
They are all highly qualified. It puts us 
to a great deal of trouble, really. I 
accept entirely what you say that you 
have a right to a poll, but I ask you not 
to exercise it. That is all. 

Councillor Wilson: It is on a question 
of principle. We have not many statu- 
tory rights left, but those that we have 
I hope will be honoured and respected. 

(After some discussion, the resolutions 
were put singly, seconded, and carried). 

The Chairman: Will some one please 
move the fourth Resolution, re-electing 
the Auditor. 

Sir Charles 
pleasure in 


Stuart-Williams: I have 
moving: ‘‘ That Frederic 
Ditchfield Morris, Esq., be, and he is 
hereby, re-elected an Auditor of the 
Accounts of the Company.’’ 

Sir Stuart Williams: I beg to put that 
to the meeting. 

Mrs. Wilson: I second that. 

The Chairman: That concludes all the 
formal business of the Company. 

I promised Mr. Scott Adie to give him 
an opportunity of moving a resolution 
which you will be asked to vote on when 
he has explained it. 


INFORMAL MEETING 


Mr. Scott Adie: My Lord Chairman, 
my lords, ladies and gentlemen, as indi- 
cated by our Chairman, I wish to propose 
a resolution to you, the proprietors of 
this company, and in the first place 
would like to read the terms of that 
resolution : — 


‘That this 
holders of the 


meeting of the stock- 

London, Midland & 
Scottish Railway Company expresses 
its extreme dissatisfaction with the 
decision of the Government that the 
new circumstances of a major character 
which arose in December, 1941, do not 
constitute a case for the revision of the 
financial terms of the Railway Control 
Agreement: and, being satisfied that 
the claim for revision is fair and just 
requests that representation be made 
by the board of directors to the 
Minister of War Transport for its 
reference to the arbitration of a Judge 
of the High Court.’’ 


Mr. Scott Adie then delivered his 
speech in support of the resolution, which 
was in similar terms to that he made 
later in the day at the annual meeting 
of the London & North Eastern Railway 
Company, and which is fully reported 
on pages 248-255. 

Councillor Wilson: Before voting, may 
I ask whether this resolution is within 
the power of the meeting? Whilst agree- 
ing with a lot that I have heard read I 
want to know the answer to that 
question. 

The Chairman: I can answer that at 
once, I think. This is not an official 
resolution. Nobody need stop in the 
room. The formal] business is over. 
‘Mr. Kavanagh: My Lord, I 
pleasure in seconding the resolution. 

Mr. Scott Adie: Ladies and gentlemen, 
you have heard the resolution which has 
now been seconded. Are you in agree- 
ment with it? 

(The resolution was put to the meeting 
and carried and the meeting then broke 


up). 


have 
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London & North Eastern Railway Company 


Tribute to staff—Financial results—Increased traffics—Privately- 
owned coal wagons—Rolling-stock position—Claims for loss and 
pilferage—Holiday camps—Air services—Advances in wage rates 
policy—Abnormal 


—New commercial 


school—Demobilisation 


wear and tear 


[The annual general meeting of the 
London & North Eastern Railway Com- 
pany was held at Grosvenor House, Park 
Lane, London, W., on Friday, March 2. 
Sir Ronald W. Matthews, Chairman of 
the company, presided. 

The Secretary (Mr. H. W. Johnson) 
having read the notice convening the 
meeting, the Chairman said: My Lords, 
ladies and gentlemen, since our last meet- 
ing, the company has suffered a great loss 
by the death of Sir Christopher Needham, 
who had occupied a seat on the board for 
16 years. His wise counsel was of the 
greatest help to the company, particu- 
larly in regard to problems affecting our 
interests in the Manchester area, where 
he took a prominent part in public affairs, 
and his delightful personality endeared 
him to all members of the company’s staff 
with whom he came in contact. Our close 
association with the trading community 
of South Lancashire will be fully main- 
tained by Mr. A. H. S. Hinchliffe, whom 
your directors have appointed to fill the 
vacancy on the board caused by Sir Chris- 
topher’s death. Mr. Hinchliffe has a wide 
knowledge of industry and commerce and 
holds the important position of President 
of the Manchester Chamber of Commerce. 

In the Autumn of 1943, at the urgent 
request of His Majesty’s Government, the 
directors agreed to the release of Mr. 
R. J. M. Inglis, our Divisional General 
Manager for the Scottish Area, to enable 
him to undertake an official mission in 
India. In recognition of the valuable ser- 
vices rendered in connection with that 
visit, His Majesty the King has conferred 
on Mr. Inglis the honour of a Companion- 
ship of the Order of the Indian Empire. 
Recently the Government once more asked 
for the loan of Mr. Inglis’ services, to 
undertake important work in connection 
with railway, road and inland waterway 
transport and ports in Central Europe, 
and the directors have again agreed to his 
temporary release for this purpose. 

As you will have read in the Annual 
Report, Mr. W. H. Hanscombe, our Soli- 
citor, retired at the end of last year. He 
had a profound knowledge of the law and 
leaves behind him a record of 29 years’ 
devoted service. 


Tribute to the Staff 


The past year has been a notable one 
for the whole community, and not least 
for those concerned with the operation of 
vital transport services. The early months 
of the year saw the building up of those 
stupendous masses of men and materials 
which were successfully landed on the 
coast of Normandy in the early days of 
June. The triumphant launching of that 
great operation and the subsequent main- 
tenance of an uninterrupted flow of sup- 
plies to our Forces on the Continent, 
called for the maximum contribution from 
our rail services, and I am proud to say 
that the demands of the Fighting Services, 
and of the essential war industries, dur- 
ing a period of extreme difficulty, were 
amply met. I am happy to pay whole- 
hearted tribute onc¢ again to the un- 
flinching devotion to duty which has 
been, and is being, shown by the officers 


men and women, of the 
London & North Eastern Railway. The 
renewal of the aerial bombardment of 
London and Southern England added to 
the difficulties of an already ‘formidable 
task. During the height of the flying- 
bomb attack, large numbers of our staff 
were working, by day and night, under 
conditions of constant tension and often 
imminent danger. In addition to a very 
heavy passenger traffic they had to handle 
large crowds of evacuees. Where damage 
occurred, essential repairs have been car- 
ried out with remarkable speed, and the 
indomitable spirit displayed by all the 
staff concerned has been beyond praise. 


and staff, both 


Financial Results 


Turning now to the accounts: the net 
revenue for the year 1944 was £10,753,279, 
which is an increase of £97,838, or 0-92 
per cent., compared with the year 1943. 
The net revenue is made up_ of 
£10,136,355, which is the company’s share 
of the annual payment for the use of the 
railways by the Government in accordance 
with the Railway Control Agreement, and 
an amount of £616,924 obtained from 
items excluded from the Railway Control 
Agreement and consisting mainly of in- 
terest and dividends from our investments 
in bus and road haulage companies. To 
the net revenue figure of £10,753,279 must 
be added the balance of £80,110 brought 
forward from the previous year and a 
profit of £35,066 on the realisation of 
inyestments, making a total sum avail 
able for appropriation of £10,868,455. 

\fter providing for all fixed charges, 
the payment in full of dividends on the 
guaranteed stocks, and appropriating 
£200,000 to the fund for contingencies, 
the directors recommend the payment of 
final dividends of 2 per cent. on the 4 per 
cent. first preference stock and 2} per 
cent. on the 5 per cent. redeemable pre 
ference stock (1955). This leaves a balance 
of £1,900,389, which enables a final divi 
dend of 1}? per cent. to be paid on the 
4 per cent. second preference stock, 
making, with the interim dividend of 
1 per cent. already paid, 2? per cent. for 
the year, which is the same as the divi- 
dend for the year 1943, and leaves a 
balance of £81,479 to be carried forward. 


Traffic Figures 


Although for security reasons we are 
still unable to publish a full review of the 
company’s activities during the year, I 
am able to give you a few figures which 
will afford some indication of the remark- 
able increases shown by the 1944 traffics 
as compared with those for the 12 months 
immediately preceding the outbreak of 
hostilities. During 1944 the number of 
loaded wagon-miles run on the company’s 
lines was 1,395 millions, 349 millions more 
than in the twelve months before the war. 
Empty wagon-miles, at 551 millions, were 
29 millions less, a reflection of the savings 
in empty running which have resulted 
from the common user of private-owned 
wagons under the centralised control of 
freight rolling stock. The net ton-miles 
worked totalled 8,200 millions, compared 
with 5,726 millions, an increase of 2,474 
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millions, per cent. Of this ip 
crease, millions were in respect of 
general merchandise and live stock and 
1,246 millions in respect of minerals and 
coal. Freight engine mileage run was 99 
millions, an increase of 17 millions. 

All these figures show the burden of 
wartime freight traffic that has fallen op 
the railways. Another indication of the 
load is given by the number of specia 
trains which this company alone was 
called on to run with Government stores 
and personnel. During the year the total 
was 41,500 compared with 18,000 in 1943 
the increase reflects the concentration of 
effort connected with the invasion of 
June 6, and about that date as many as 
1,300 of these special trains a week were 
being dealt with. On the passenger side 
the needs of the public have again had 
to give way to the demands of 
working. A rough calculation shows that 
passenger-miles have increased by at least 
60 per cent. compared with the pre-war 
year, but the passenger train mileage was 
30 per cent. less. These figures indicat 
clearly why overcrowding has been inevit 
able under wartime conditions. While 
the railways regret the discomfort and 
inconvenience caused to passengers, which 
the companies have done everything in 
their power to mitigate, they can inn 
way be held responsible. 


freight 


Privately-Owned Coal Wagons 


Discussions are taking place with repre 
sentatives of the interests concerned with 
a view to reaching agreement as to the 
best means of securing: (i) a greater 
measure of common user of privately 
owned wagons; (ii) an extended user of 
high-capacity wagons, and (iii) the adop- 
tion of such standardised types of wagons 
as would best meet the needs of the coa 
trade. In considering these matters many 
complex problems arise because of the 
diversity of interests affected and _ the 
varying requirements of the industry. Th 
solution of these problems cannot finall 
be determined until information is avail 
able as to the future organisation of th 
coal trade. 

Rolling Stock 


[he condition of our rolling stock has 
suffered much as the result of war con 
ditions. Shortages of materials and skille 
labour have prevented new building 
anything like the normal rate, and th 
urgency of war traffic has necessitated 
the retention in service of many units 
which in normal times would have beet 
withdrawn. With a view to remedying 
this unsatisfactory state of affairs as soot 
as possible, long-term programmes hav 
been developed for the building of locomo 
tives, carriages and wagons and these wil 
be put into effect as soon as condition: 
permit. Meanwhile, we are developing 
suitable standard designs for rolling stock 
to be constructed under post-war pr 
grammes. An example is the steel and 
timber passenger coach—embodying ne 
principles of design—which has just bee 
constructed, and which stockholders wi 
remember was so favourably commente¢ 
on in the press on its recent introductio! 
to traffic. This coach, which is fulfilling 
our most sanguine expectations, is the 
offspring of the ingenious brain of ou 
Chief General Manager, Sir Charles 
Newton. A small but comprehensive 
range of standard locomotive designs has 
been decided on, in order to secure the 
maximum economy in construction an¢ 
efficiency in operation. The range @ 
cludes a new design of mixed-traffic loco- 
motive (the ‘‘ B1’”’ or ‘‘ Antelope ’’ class 
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tested in 
traffic and has proved equal to the varied 
demands it has to meet, besides provid- 
ing a fascinating new field for those whose 
hobby is the collection of engine names. 
New methods of construction of freight 


vyhich has been’ thoroughly 


ling stock are also being developed. 
Thus within the limits imposed by war- 
time conditions the foundations of post- 
var programmes are already being well 
ind truly laid. 


Claims for Loss and Pilferage 


Once more I have to report that the 
past year has seen an increase in the 
number and value of claims submitted, 
particularly in respect of goods lost, stolen 

pilfered. Commodities to suffer arc 
mainly those which are in short supply, 
or which can be obtained legitimately only 
inder rationing arrangements. Congestion 

the trains has led to a big increase in 
the theft of passengers’ luggage, despite 
the apprehension and subsequent convic- 
tion of a large number of the thieves. The 
following figures relating to goods lost, 
stolen or pilfered illustrate the extent of 
ur problem :— 


1939 
Number Amount 
of claims paid 
Passenger 12,471 12,951 
Freight 27,078 29,073 
39,549 £42,024 
1944 
Number Amount 
of claims paid 
£ 
Passenger 47,972 235,439 
Freight 151,140 470,749 
199,112 £706, 188 


Stockholders may rest assured that the 
ympany’s police, working under great 
lifficulties and with a largely reduced per- 
mnel, are doing everything in their 
power to check the growth of this un- 
happy business, but as long as the moral 
issue is so lightly regarded and the dis 
posal of stolen property is so easy, ther« 
seems little hope of a return to the coun 
try’s high pre-war standard of honesty. 
Chere has also been an increase in the 
number and amounts of claims for dam 
ige, largely as a result of the shortage of 
suitable packing materials and _ skilled 
packing staffs, and the unavoidable em 
ployment of inexperienced railway hand 
ling staff. 








Town Planning 


After the war there will be great build 
ing activity and it may be that some 
parts of the country—in particular the 
Home Counties—will see large transfers of 
population. For instance, it is no secret 
hat the London County Council is plan- 
ning the development of large-scale hous 

g estates, and certain of these new 

vnships will be in the vicinity of the 





L.N.E.R. line. Transport considerations 
play an important part in planning 


hemes of this nature, and I am glad to 
report that there has been as a rule close 

operation between the Planning 
\uthorities and our company; in fact, 

iny of the company’s officers have taken 
part in the preparation and consideration 

schemes which, from the point of view 
of public transport facilities should prove 
f great benefit in the years to come. 


Dock & Harbour Authorities 
Association 


[ reported to you last year that the 
railway companies had become members 
of the Dock & Harbour Authorities’ Asso- 
ciation, 


During the last twelve months 
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they have actively participated in the for- 
mulation of proposals relating to the post 
war organisation of docks and harbours, 
and at a meeting held on February 14 last 
these proposals were approved by the 
association for submission to the Minister 
of War Transport. 


Holiday Camps 


The London & North Eastern Railway 
has always been regarded primarily as an 
industrial line, but in our territory lie 
many of the most attractive holiday re- 
sorts in the country. The time is, I hope, 
not far distant when we shall be able to 
provide ample travelling amenities for the 
large number of people who are looking 
forward to spending their summer holi- 
days under conditions of greater comfort 
and convenience than have been possible 
under the stress of war. Holiday camps 
had already achieved great popularity 
before the war, and are likely, in the post- 
war period, to be in even greater demand 
by the increasing number of people who 
will be in a position to take their holi- 
days away from home. Your directors 
will continue to co-operate to the full 
with the organisers of the camps with a 
view to providing adequate transport 
facilities, and in connection with one 
camp we have under consideration a 
scheme for the construction of a station 
ind a short branch railway to deal with 
this remunerative and expanding traffic. 


Air Services 


As you would read in the press some 
months ego the four main-line railway 
companies have submitted to His 
Majesty’s Government a comprehensive 
plan for air transport within the British 
Isles and to the principal cities of the 
Continent of Europe. Thé proposals were 
outlined in the House of Lords by the 
Rt. Hon. Lord Balfour of Burleigh on 
October 12 last, and discussions on behalf 
of the railway companies have since taken 
place with the Minister for Civil Aviation, 
the Rt. Hon. Lord Swinton. We now 
await the decision of His Majesty’s Gov 
ernment in regard thereto. 


Steamships 


That brings me to another point in 
connection with our Continental services. 
The railway companies have made it 
abundantly clear that, if they are per- 
mitted to take their part in the operation 
of air services, they will do so with the 
object of providing a comprehensive 
system of transport by land, sea and air. 
This has an important bearing on the 
Continental steamship interests of the 
London & North Eastern Railway. You 
will remember that, before the war, we 
operated extensive steamship services be 
tween Harwich and the Hook of Holland, 
Rotterdam and Antwerp, together with 
train ferry services to Zeebrugge, as well 
as being interested in sea routes between 
the Humber and Continental Ports. All 
the vessels in those services were requi- 
sitioned at the outbreak of war, and the 
question of restoring our fleet is one which 
is receiving our careful consideration, so 
that, at the appropriate time, we can 
resume our activities in this important 
continental trade. New vessels will have 
to be ,provided to .replace those ships 
which, unhappily, have been lost whilst 
on war service. In this connection I 
would refer to the loss of our steamship 
Amsterdam when returning from the Nor- 
mandy beaches last summer. The cool 
ness and devotion to duty displayed on 
that occasion, which have been recognised 
by the bestowal of awards by His Majesty 
on her master and other officers, were 








249 


typical of the spirit evinced by all the 
sea-going staff of the L.N.E.R. in facing 
the perils and hazards of war which have 
been their lot during the past 54 years. 


Home Guard 


When the call came, in the summer of 
1940, for volunteers for home defence, 
there was a magnificent response from the 
men of the L.N.E.R., and for more than 
four years, our Home Guard detachments, 
displaying a fine spirit of patriotism and 
unselfishness, have formed an essential 
part of our national defences. In addition 
to guarding upwards of 1,300 vital points 
on our system, L.N.E.R. men have shared 
in the manning of anti-aircraft guns, 
rocket batteries and armoured trains. By 
the time the Home Guard stood down last 
December, as many as 23,000 L.N.E.R. 
men were cheerfully accepting these 
arduous duties as an addition to their 
already heavy daily tasks, and I take 
this opportunity of expressing the deepest 
ippreciation of their services. 

War Advances 

In 1944 the war advance in pay of 
adult railway staff was increased by 5s. a 
week, making the total war advance now 
payable £66 6s. a year for salaried staff 
and 25s. 6d. a week for conciliation staff, 
with proportionate amounts for women 
and juniors. The increase of 5s. a week, 
which was effective from April 17, 1944, 
was the result of an agreement between 
the staff committee of the Railway Execu- 
tive Committee and the railway trade 
unions. The war advance payable to rail 
way shop staff was similarly increased 
under an agreement reached by the Rail- 
way Shopmen’s National Council. 


Staff Serving with H.M. Forces 


At the end of 1944 over 27,000 of the 
company’s employees were serving in 
H.M. Forces. It is the earnest desire of 
all of us that their return to railway life 
may not be much longer delayed. Dur 
ing the year I am sorry to say that 262 of 
our employees were killed in action or 
died on active service. Our deepest sym- 
pathy is extended to their relatives. The 
total number of our employees who have 
made the supreme sacrifice since the out 
break of war has increased to nearly 800. 
Rather more than 600 of the company’s 
employees are prisoners of war and a 
further 200 have been reported missing. 


Awards for Gallantry 


According to reports so far received the 
number of our employees serving in H.M. 
Forces who have been awarded medals or 
other honours in recognition of gallant 
and distinguished service has reached the 
notable figure of 119. Of these awards 54 
were made during the year 1944. I am 
pleased also to announce that in that year 
His Majesty the King honoured 8 mem- 
bers of the company’s staff in recognition 
of acts of gallantry and devotion to duty 
on the company’s premises. As indicated 
in the report, the total number of awards 
or commendations granted to our em- 
ployees for such actions, between the out- 
break of war and the end of 1944 is 66, 
including 2 awards of the George Cross. 
The L.N.E.R. medal, which marks the 
performance of acts of outstanding cour- 
age and resource not directly connected 
with enemy action, was awarded by the 
directors to 3 members of the -staff in 
1944. 


Commercial School, Darlington 


Arrangements are in hand for the estab- 
lishment of a commercial school at Dar 
lington on similar lines to the operating 
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school to which I referred a year ago. 
Accommodation will be available for 20 
students and a syllabus covering an inten 
sive and specialised course of four weeks’ 
duration has been prepared. The principal 
object of the school is to provide refresher 
courses for staff returning from H.M. 
Forces and, until required for that pur 
pose, effective use can be made of the 
premises as a clerical training centre in 
place of those previously operating at 
Scarborough and Whitley Bay. 


Demobilisation 


It is the declared policy of the Gov 
‘ronment that employers shall be under 
obligation to reinstate their former em- 
ployees on discharge from H.M. Forces 


Your company will discharge this obliga 


tion to the full, and all members of the 
company’s staff who are now with the 
Forces are being informed by letter of 


the arrangements which will be made for 
their benefit. Every such member of the 
ompany's staff interviewed on 
demobilisation by a responsible officer of 
the company in order that the best pos 
ible use may be made both of his past 
railway experience and of any additional 
qualifications he may have acquired whilst 
n Service. It is also intended that, as 

as demobilisation begins, there shall 
be a resumption of the various schemes, 
such as the traffic apprenticeship scheme, 
for the special recruitment and training of 
staf? 


will be 


soon 
} 


L.N.E.R. Prisoners of War Comforts 


Fund 

The L.N.E.R. prisoners of war comforts 
fund continues its admirable work At 
the close of last year the fund had records 
of 617 L.N.E.R. men who are prisoners 
of war and, of these, 446 were in Get 
many Up to that time over 1,000 

next-of-kin parcels and more than 
3,000 parcels of cigarettes and tobacco 
had been despatched. In addition, tech- 


nical works to enable courses of study to 
be pursued and books of fiction and non 
fiction are forwarded as the requirements 
of men become known. Musical instru 
ments have been sent on request 
Correspondence is maintained with the 
men in Germany and with all next-of-kin, 
but, due to the attitude of the Japanese 
Government, it has not yet been possible 
to give any assistance to the men who are 
imprisoned in the Far East. Many appre- 
ciative letters have been received from 
prisoners and their next-of-kin concerning 
the quality of the parcels forwarded, and 
there is no doubt that, through the activi 
ties of the fund, members of the staff at 
home are helping to brighten the lot of 
their less fortunate colleagues in prisoner 
ot war camps. 


also 


Government Control 


I come now to a_sseries of matters aris 
ing from the Government control of rail 
which [I think I may justifiably 
describe as being of vital interest, not 
only to stockholders, but also to the trad- 
ing community and indeed to the nation 

1 whole. I think it would be con 
venient if I were to deal in the’first place 
with the fate of the resolution which was 


ways, 


passed at our last annual meeting and 
which was forwarded to the Minister of 
War Transport with a memorandum set- 


ting out the reasons why in the opinion 
of the proprietors the agreement should 
be revised so as to provide for an increase 
n the guaranteed annual payment, and 
for an adjustment of the basic figure for 
maintenance to cover the intensified user 
of maintainable assets—in other words, 
abnormal wear and tear. 
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of the four main-line 
this memorandum 
April 20 of last 


The Chairmen 
companies discussed 
with the Minister on 


year, and the correspondence between 
Lord Leathers and Lord Royden, the 
Chairman of the Railway Companies’ 


Association, was subsequently published 
in the Press. Lord Leathers, as you are 
iware, informed us that the Government 
was unable to agree to any increase in the 
frxed annual payment, but he stated that 
he was willing to examine with the com 
panies the question of making an allow- 


ince for abnormal wear and tear. I may 
remind you that in Article 11 of the Rail 
way Control Agreement the charge for 


maintenance is limited, with the exception 


that the Minister may agree to the inclu 
sion of an allowance in respect of wear 
ind tear which can be shown to be ab- 
normal in comparison with the base 


period The companies have been able 
to show that up to date there has been a 
substantial amount of abnormal wear and 
tear of their assets, and I am glad to be 
ible to report that the Minister has inti- 
mated that he will be prepared to make 
in allowance in respect of the net amount 
of abnormal wear and tear which he is 
satisfied has accrued over the whole period 
of control. You will, of course, appreciate 
that the actual amount cannot be arrived 
it until contro] has come to an end. The 
Government’s decision in regard to the 
net rental naturally has been a matter of 
grave disappointment to the proprietors, 
ind as no doubt you will wish for an 
opportunity to express your views thereon 
it this meeting, I have agreed to accept 
for discussion after the ordinary business 


of the meeting has been concluded, and 
subject, of course, to the approval of 
the meeting, a,resolution which I have 


received from the Chairman of the 
L.N.E.R. Stockholders’ Association. 

The next point I wish to deal with is 
the period of control. The agreement pro 
vides for the continuance of control for a 
minimum period of one year after the ces- 
sation of hostilities. I am not prepared 
to make any prophecy as to how longcon- 
trol will actually last, but I would point 
out that the primary object of the con- 
dition in the agreement was to ensure 
that there should be ample time to bring 
into operation all the necessary adjust- 
ments in rates and charges to cover the 





increases in wages and material which 
have arisen as the result of war condi- 
tions. In the words of the agreement 
‘‘ before control comes to an end, time 


will be given for the operation of any 
statutory machinery governing the level 
of charges.”’ 


Post-War Rates and Charges 


When the agreement was being nego- 
tiated, the whole question of railway 
charging powers after the war, of necessity, 
had to be left in a somewhat vague and 
indeterminate state, but you will appre- 
ciate that it is a question which, as every 
day passes, becomes of increasing urgency. 
The revenue expenditure of the controlled 
railways immediately before the war 
amounted to approximately £165} mil- 
lions a year. The comparable figure for 
1943 was approximately £250 millions, an 
increase of 51 per ¢ent. The figure for 
1944 is certain to be still greater. Some 
of this vastly increased expenditure is 
directly attributable to the carriage of ab- 
normal wartime traffic. When hostilities 
cease, these abnormal carryings will come 
to an end and there is no clear indication 
as to the rapidity or the extent by which 
they will be replaced by new peacetime 
trafic. In the meantime it will not be 
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possible so to reduce the level of war- 
time expenditure as to conform to a sub 
stantial and perhaps abrupt reduction in 
traffic, and in order to adjust the net 
revenue position, it is obvious that an in 
crease in the level of rates and fares will 
have to be effected. What that increa 

will have to be I am not going to venture 
to forecast, but it may well have to be 
substantial if the railway companies in 
the immediate post-control period are 
going to earn that net return on their 
capital which they are reasonably entitled 
to expect. Anything in the nature of a 
sudden jump in rates and fares is to be 
deprecated, and the whole problem, which 
as I have already said is as vital to the 
users of the railways as it is to the stoc 

holders, must be thought out and settled, 
well before the time comes for any in 
crease to be put into operation. The 
stockholders, whose heavy sacrifices in 
past years, as I said Jast year, have made 
the provision of an exceptionally 
efficient war transport machine, have the 
right to require that that is done 
Equally, the trading community of this 
country, whose interests and prosperity 
are so closely affected and so closely affect 


possible 


our own are clearly entitled to know and 
indeed must know as soon as_ possible 
what the future of railway rates and 


charges is likely to be. 

The whole future of this country and its 
ibility to bring to fruition the vast 
schemes of social reform to which we have 
set our hands depend on whether export 
trade can be so increased as to enable us 
to import the raw materials and foodstuffs 
which are necessary for our existence on a 
reasonable standard of living. Those en 
gaged in industry have a right to expect 
from transport undertakings an efficient 
and economical service, for transport 
enters at all stages into the cost of manu 
factured goods. At the same time, it is 
not the function of transport, and those 
who have invested their savings in trans 
port, to subBsidise other industries, and if 
sacrifices have to be made during the 
period of reconstruction as well they may, 
they should be borne equally by all. There 
is no need for me to stress the necessity 
for a much closer co-ordination between 
all forms of transport than existed before 
the war. The railway companies made 
clear early last year their desire to discuss 
their proposals for a re-organised transport 
system after the war with the proposed 
National Road Transport Federation. The 
incorporation of this new body unfortun 
ately took longer than was expected and 
was in fact completed only in January of 
this year. I am glad to say that the fede- 


ration has expressed its willingness to 
have a general discussion with the rail- 


ways and I hope that a meeting will not 
be long delayed. 

My concluding words I address not 
only to the proprietors, but also to our 
customers, the trading community and 
the travelling public. They have suffered 


serious inconvenience during the war 
years, and I regret that it should have 


But I wish to make it perfectly 
clear that no blame attaches in any way 
to the railway companies, which I say 
unhesitatingly have rendered inestimable 
service to the community’ throughout 
the war. The pressure has been intense, 
because the use of road and sea trans- 
port has been limited by factors which 
are well known to everybody, shortage of 
petrol and rubber, the need for shipping 
for the transport of troops and supplies 
overseas. Railway organisation, railway 
track and rolling stock have stood up 
magnificently to the stresses and strains 
they have had to bear. Naturally there 


been so. 
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will be a great deal to be done after the 
war is over before the railways can 
achieve that high standard of service to 
traveller and trader which is their objec- 
tive. Our plans are all laid, we know 
what we want to do and how to do it. 
But the speed at which we carry out 
those plans must be, and will be, con- 
ditioned by the supplies of labour and 
naterial which can be made available 
r our requirements, and for these sup 
lies there will be many competing 
iemands. And so I ask our customers to 
realise the inevitability of a certain 
amount of gradualness. But I have every 
confidence that, provided the railways re- 
ceive from Parliament and the nation 
‘he fair treatment in relation to other 
forms of transport to which their great 
services to the community indisputably 
entitle them, and which the national in 
I demands, it will not be long before 
they reach that triple goal to which I 
referred in my address to the proprietors 
last year—the finest possible service to 
the travelling public and the trader, regu- 
lar employment for the staff at a fair 
level of wages and under the best pos- 


I 
f 
I 





ible conditions, and last, but by no 
means necessarily least, for those who 
have provided the capital to make those 
great services possible a fair and reason- 
ble return on their investment. 

My Lords, ladies and gentlemen, when 
I addressed you last year I told you that 
we stood on the threshold of great 
events. Today the forces of the allied 
nations have crossed that threshold and 
have penetrated deeply into the strong- 
hold of the enemy. By the time we 
assemble “again to discuss the affairs of 
yur great undertaking, I venture to be- 
lieve that the world will be at peace. 
Between now and this time next year, 
many far-reaching decisions will have 
been taken, affecting the life of the whole 
community, and the great industries of 
the country. Once more I want to affirm 
my belief that the attainment of the 
great ideals on which our intentions are 
set can be brought about only by encour- 
iging to the full the spirit of adventure 
ind free enterprise on which the strength 
ind prosperity of our country have been 
built. And to no industry does that 
ipply more strongly than to the great 
transport industry in all its branches. It 
will be a sorry day indeed for the people 
ff this country if the limp and clammy 
hand of State control descends perman- 
ently on the activities of the transport 

Pe | 


Ww 





My Lords, ladies and gentlemen: I now 
have to move: ‘ That the report of the 
directors with relative statement of accounts 
for the year ended December 31, 1944, be 


adopted.”’ I will ask the Deputy-Chairman 
to second that resolution. 
lhe Deputy-Chairman: I have great 


pleasure in seconding the resolution. 

Che Chairman: Before putting the reso- 
lution to the meeting I will endeavour to 
answer any questions in regard to the 
report and accounts. I would, however, 
venture to suggest ‘that as, subject to the 
approval of the meeting, I have agreed to 
accept a resolution in regard to the control 
agreement after the ordinary business of 
the meeting has been concluded, stock- 
holders present might refrain from asking 
questions or commenting on the agreement 
until after Mr. Scott Adie has spoken on 
the subject of his resolution. 


Stockholders’ Remarks 
Councillor Wilson congratulated the 


Chairman on his speech. The Minister of 
War Transport had stated that the Govern- 
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ment had made an excellent bargain with 
the railway companies. He ought to have 
said with the directors, on behalf of the 
proprietors, without consulting them and 
without calling a meeting. The Govern- 
ment in 1941, 1942, 1943, and 1944 had 
taken £200 million out of railway assets, 
and had not put one penny piece into it. 
Members of the House of Commons had 
said to him, ‘‘ Do not blame the House of 
Commons; blame your railway directors. 
They accepted the agreement.”’ He had 
read in a paper that the Minister of War 
Transport had remarked that the holders 
of ‘‘A” and ‘‘B”’ Licences on March 31 
would go back to their old job, “‘ common 
carriers.”’ They had never been common 
carriers, and they were not common carriers 
to-day. One of the Members of the House 
of Commons had said: ‘“‘ Now if at the 
end of the war you cannot balance your 
budget, probably the House will decide to 
givegyou script to the value of 3 per cent. 
of the actual money you have invested.” 
Councillor Wilson said he thought that was 
a splendid idea. The Government would 
take over the railways at less than half 
their original capital. All the millions that 
had been lost by having to sell stock for 
£4 which cost £100 would benefit nobody 
but the State. On those terms suggested 
by one or two Members of the Hoyse, he 
advocated the ratification of the national- 
isation of British railways. 

Mr. Theodore Instone said that at the 
time of the agreement the country had 
been in the throes of a grave threat of 
invasion, a grave danger of having no 
country at all, and the Government had 
forced this. agreement on the railway 
directors Therefore, it was not fair to 
blame the directors of the company for 
accepting the agreement at that time. This 
was an agreement where people had put 
their pen to paper and there was such a 
thing as the sanctity of contracts. If the 
stockholders had got together properly 
and had meetings called all over the country, 
in London and in the provinces, and had 
tackled their Members of Parliament in the 
proper way, and any Member putting up 
should have been asked the question: 
‘Are you going to demand a revision ? ”’ 

As a trader and a trader who controlled 
companies which had given the railways, 
before the war, some million to a million- 
and-a-half tons of traffic, he would like 
to make some criticisms in the friendliest 
possible way. He was very uneasy about 
the co-operation of the four main-line 
companies. It was quite all right in the 
war period and it had to be, but he was 
afraid this was going to be a monopoly. It 
seemed to him that the railways were 
helping to nationalise themselves. When 
the railway companies had been in very 
great difficulties in the days of the “‘ square 
deal ’’ many traders had stood behind them 
four-square. The traders also expected to 
get a fair deal from the railways. 

There was going to be the greatest possible 
development ever known in transport as 
regards air transport especially within the 
3ritish Empire. He was glad to see that 
the railways had moved, and they had 
moved very well, and he would like to con- 
gratulate all those who had represented the 
railway companies in this matter of air on 
their success. 

The Chairman had mentioned the genius 
on a certain matter of the Chief General 
Manager. He would like to implement 
those remarks because he had had the 
pleasure of meeting Sir Charles Newton and 
had found him one of the most reasonable 
and fair-minded men in the railway world. 
He had also met Mr. Mills, the Divisional 
General Manager only at a recent date; a 
very canny Scot, a very nice man, and a 
. 


25] 


man who had shown sense of fairness and 
the most keen business attitude he had met 
during his career of many years’ standing. 
He only wished he could say just the same 
of a few of the departmental managers 
They had not enough power. As a trader, 
he had found that these gentlemen had not 
the power to say “‘ Yes”’ or “ No.” 

Mr. Higginson asked why dividends 
should be paid in full on the senior stocks. 
It obviously had the effect of leaving all 
the junior stocks without any remuneration 
at all. Did the Government stipulate or 
did the directors contemplate that that 
war sacrifice should fall exclusively on the 
junior shareholders ? Would he be in 
order to take the opinion of the stockholders 
present upon the point that the payments 
to the senior stockholders should be 
diminished by } per cent. to give effect to 
the principle that sacrifices should be 
spread, not merely confined to the holders 
of the £78,000,000 junior stocks. 

The Chairman: I can answer your 
second point, Mr. Higginson, straight away 
You would be completely out of order in 
attempting to move a resolution of that 
nature. 

Mr. H. Sizeland said he had been a rail- 
way man for forty-seven years. At Strat- 
ford Shed alone men had to wait hours for 
engine power. The other week some 
traffic was stopped at Grange Hill on the 
Fairlop Loop on the Great Eastern Section 
That traffic wanted to go to Norwood Junc- 
tion on the Southern. Engines, drivers and 
firemen all were sent there, and then they 
had to go back because they had not got 
any power, and they had to chase the 
engines back. Our Chief General Manager 
of those days and Mr. Whitelaw and the 
Locomotive Superintendent especially 
would have fallen dead if they had known 
of light engines running about doing 
nothing. They had to take this engine from 
Grange Hill to Temple Mills to pick up the 
brake, and when they did that they had 
not got a guard; they had to wait for a 
guard, and there the train stood. His 
ambition was, when he was ona locomotive, 
not to waste steam. Some engines were 
wasting steam all the time ; pistons, glands 
and everything else were all spouting steam 

The Chairman: I do not want to cut 
you short, Mr. Sizeland, but you are going 
into rather a lot of technical details which 
some of the Stockholders may find it a 
little difficult to follow: and incidentally, 
of course, as far as dividends are concerned, 
under the fixed rental arrangement the only 
people who suffer from these wastages 
which you allege are taking place are the 
Government, not the stockholders. 

Mr. F. G. Cannon said he could verify 
what the last speaker had said. Firemen 
had got to get down off their locomotives 
at various stations and hunt about for 
twigs to put in their piston glands to stop 
the steam from blowing up. 

Mr. Leather said that according to the 
balance sheet the company had £14 millions 
in tax certificates, exactly the same as for 
the previous year, although the balance in 
the bank had increased by some £2 millions 
If part of that had been put in tax reserve 
certificates they would get a very much 
better return. Secondly, there was some 
£30,000 odd for profit on investments, but 
according to the balance sheet there were 
investments in Government securities of 
some {6 millions. Was the value at 
December 31, 1944, of those securities in 
excess of the figure shown in the balance 
sheet ? The third point was with regard 
to the very large figure standing on the 
credit side of the balance sheet under the 
heading of “ Miscellaneous Accounts ’’- 
some £24 millions. He suggested that with 
an item of such magnitude as that £24 mil- 















































































































lions it would be clearer if some note were 
made in the balance sheet as to how that 
figure was made up. With regard to the 
1941 agreement, before accepting that 
revised agreement, had not the Directors 
in their hands a trump card which they 
might have played with the Government ? 

If they had said to the Government : 
‘Well, Gentlemen, we have heard what 
you suggest It is a most important pro- 
blem, and it is a matter we cannot settle 
unless we consult our stockholders; we 
must refer it back to them before we accept 
the revised agreement,’’ the position would 
have been very different. 

Mr. W. G. Grant asked if the directors 
were satisfied that the railways were being 
economically worked by the management ? 
What portion of the guarantee to Messrs. 
Thomas Cook & Sons had the railway 
companies been called on to provide in 
cash ? He would also like to draw atten- 
tion to a case in which he was personally 
involved. He had booked from a main-line 
station to a branch-line station, and on 
arrival at the junction found that the con- 
necting train had been. despatched, thus 
stranding some forty passengers for a large 
number of stations beyond the branch line, 
some of whom would be unable to transact 
their business or to reach their destination 
that day. He also suggested that supple- 
mentary meetings with the appropriate 
director or directors for the districts should 
be held at Aberdeen, Edinburgh, Newcastle 
and York a few days before the annual 
meeting and the special meeting of the 
London & North Eastern Railway Company 
at London for the purpose of permitting 
shareholders in the districts to have an 
opportunity to consider the company’s 
accounts or agenda and to pass their vote 
of assent or dissent in regard to the business 
of the annual or special meetings of the 
company. 

Mr. J. H. G. Bender suggested that an 
attempt should be made to get some sort of 
agreement from the Government with 
regard to the trade unions on the question 
of theft. Would the Government give more 
control of the staff ? A lot of railway 
journeys at present were much more 
expensive than bus or tram services, even 
in London, with the London Passenger 
Transport Board. In other countries they 
had zoning areas where railway freights, 
bus traffic rates and cross-country rates 
worked in with each other. Our Govern- 
ment should negotiate with erica, 
especially with the American Express Com- 
pany, which had gone everywhere to a 
tremendous extent and increased its busi- 
ness between the last war and this one. It 
had taken a tremendous amount of trade 
away from Thomas Cook & Son in all parts 
of the world, and I think that they should 
negotiate with them over it. After the 
last war we had lost all the speed records 
on the railways between 1920 and 1930. 
There were all those diesel trains in America. 
[he Chairman had said we could not learn 
anything from the Americans. If we 
could not learn something from the Penn- 
sylvania and the Union Pacific, and all the 
other American railways, it was a great 
pity 

Mr. G. E. Harvey said that there was no 
doubt that the railways were not being paid 
for the services rendered, and if stock- 
holders would take a little more trouble to 
write to Members of Parliament about these 
things, something might be done, especially 
when there was an election looming ahead. 

Mr. J. M. C. McKay suggested the for- 
mation of a comforts fund for the ordinary 
and deferred stockholders. Why not pro- 
vide yearly, say, £50,000 for the cancella- 
tion of the ordinary shares and £50,000 
for the cancellation of the deferred shares 
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at par? It would be a sort of lottery, it 
would be like the Panama Bonds. 

Mr. E. H. Greg said in all the railway 
reports, by far the largest item of liabilities 
was £24} millions under the generic head 
of ‘‘ miscellaneous accounts.”’ Was it un- 
fair to ask whether that could not be 
detailed a little, because it was an enormous 
sum to be put down under the heading of 
‘ miscellaneous accounts.” 

The Chairman: There is nothing sinister 
about it. 

Mr. J. Archer: I rather understood you 
to say that you were building some new 
wagons, private owners’ wagons. 

The Chairman: N>, we are not building 
private owners’ wagons. 

Mr. Archer: But there will be some 
built ? 

The Chairman : I imagine so. 

Mr. Archer: Do you not think they ought 
to pay at least a shilling per wagon for 
running back empty ? I think at the present 
time they do not pay a copper. 

The Chairman : I think that is all in the 
rate. 

Mr. Archer: Thank you. Then I have 
here the prices of stock as at May 29, 1923, 
which you might like to hear: London & 
North Eastern deferred 314; 5 per cent. 
preferred 844; 4 per cent. preference 77}. 
In 1926 there were deferred, 184, 5 per cent., 
57.. Then I have Hansard here, if anyone 
would like to hear anything out of it. 

The Chairman: May I take it that the 
curiosity of stockholders is exhausted ? 

A Stockholder: We want to know when 
that dividend is going to be paid. 

The Chairman : I wish I knew. 

Mr. Greg said pilferage and theft had 
reached a very big sum on the railways, 
over £2,000,000. Could anything be done 
to stop it, because it is growing very much 
worse and becoming quite a serious matter ? 
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The Chairman: I will now deal with the 
various questions that have been asked. 
So far as the ordinary wear and tear is con- 
cerned I think it has been made clear on 
more than one occasion that the whole of that 
is taken up under the Government agree- 
ment, and any expenditure which may be 
incurred in the year in which it arises, the 
amount unexpended is transferred to the 
trust funds, which, of course, have now 
reached very substantial figures, as you 
see from the balance sheet; and also. in 
the course of my speech, I hope that I did 
throw at least some small ray of comfort 
on the lives of stockholders by telling them 
that the Minister had definitely accepted 
the principle that there had been abnormal 
wear and tear, and that when it was 
possible to establish a figure at the end of 
the war, payment would be made to the 
railways in respect of that abnormal wear 
and tear. 

A Stockholder 
Sir ? 

The Chairman: I do not know which 
war I mean, to tell you the honest truth, 
because that is a matter which can only 
be settled by Parliament and not by me. 
Councillor Wilson called attention to the 
fact that somebody in the House had de- 
scribed road hauliers as common carriers, 
and I entirely agree with him that road 
hauliers are not, under ‘existing legislation, 
common carriers. That is one of the things 
railway companies were pressing for before 
the war interrupted them. Then I come to 
Mr. Instone. We are very much obliged 
to him for the kind things he said about 
the company, but at the same time he 
made certain suggestions which I am afraid 
I am not going to accept in regard to the 
powers vested in our departmental man- 
agers. I do not wish to go into domestic 
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details in any way, but I have had caus, 


to complain on occasion that our depart- 
mental managers, apparently, had too much 
power. I can assure him, as far as this 
company is concerned at any rate, it is 
far more easy to get answers to questions 
in a reasonable time than it is, I think, 
from any other railway company, I should 
think, in the world. He also professed a 
certain amount of anxiety as to the further 
amalgamation of the four main-line com- 
panies and the production of monopolies 
as the result of it. Well, I should not like 
to go at this late hour into the whole 
question of what the post-war relationships 
are likely to be as between the four main- 
line companies, or as between railways, 
the roads and other transport interests, 
but the main objective, I think, that has 
to be reached in any circumstances, is to 
ensure that each form of transport is able 
to earn a decent livelihood. If we do not 
get that—and I have referred to this on 
more than one occasion—then the only 
result will be cut-throat competition, or a 
gradual or possibly rapid deterioration of 
the services that transport can offer; and 
as far as the question of monopoly is con- 
cerned, although perhaps I should not do 
it, I would remind Mr. Instone of the 
existence of ‘‘C’”’ Licences. I was very 
glad to have his words of commendation in 
regard to the question of civil aviation, 
and I hope that stockholders will appre- 
ciate the wisdom of the steps that have 
been taken recently by the railway com- 
panies to get their foot, in very good time, 
into what is undoubtedly going to be a very 
important transport industry before many 
years have passed. 

Mr. Higginson asked a rather difficult 
question to understand. I think he asked 
whether it was a part of the agreement with 
the Government that dividends should be 
paid in full on the senior stocks. Well, I 
should have thought it was fairly clear that 
you cannot pay a dividend on any junior 
stock until you have paid the full dividend 
on the senior stock immediately preceding 
it. 

Mr. Higginson: Not even in wartime, 
Sir? My inquiry was as to whether there 
was any stipulation in the agreement, and 
is it entirely at the discretion of the 
directors. 

The Chairman: No. It is the law of the 
land, or at any rate it is part of the constitu- 
tion of the company and we cannot get 
away from it. We are bound to do it. 
Then Mr. Sizeland gave you some very 
interesting inside information in regard to 
the engine position at Stratford, and we are 
very grateful to him for what he said, but 
of course it is perfectly obvious that any 
alleged waste of that nature, first: of all, is 
not at the expense of the stockholders dur- 
ing the war but at the expense of the 
Government, and from what some of you 
have said about the Government I take it 
you do not mind that very much. But I do 
not think he was quite fair, because he 
omitted to mention the fact that we were 
at war, and he must know as an engine-man 
that we are suffering from a very consider- 
able shortage of engines; a number of our 
engines had gone overseas; and there is 
also a great shortage of staff for maintenance 
purposes. It is perfectly true at the present 
time that our engines are not being main- 
tained in the way that Mr. S zeland and I 
would like to have them maintained, but 
that, I am afraid, arises from circum- 
stances which are quite beyond our control. 

Mr. Leather asked certain questions, 
first, in regard to the tax reserve certi- 
ficates that have been redeemed during the 
year 1944 and new certificates purchased. 
The amount invested in those certificates is 
limited to the sum required to meet the 
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company’s income tax obligations. Then 
Mr. Leather also asked me a question in 
regard to the profit on investments. The 
pook value is £136,270 less than its present 
market value. Then he and also Mr. Greg 
raised a question on the miscellaneous 
accounts. It is a very large sum, 
(24,000,000, and I apologise to the stock- 
holders because I might have said some- 
thing about it in my speech, because it is 
rather an alarming figure. Actually, 
{18,000,000 of that represents arrears on 
maintenance. It is an opposite entry to 
the entry on the other side of the balance- 
sheet in the trust account. 

Mr. Greg: Is not the Government going 
to make that good in any way ? 

The Chairman: Yes, that will all be 
made good by the Government. 

Mr. Leather: Does it mean you have 
spent the difference between the £18,000,000 
and the gross figure ? 

The Chairman: No; part of the other is 
entered in the account, and if you like to 
have a word with me after the meeting I 
shall be glad to explain it to you. 

Mr. Leather: Thank you. 

The Chairman : The remaining £6,000,000 
are amounts due to the Government and 
other amounts. Mr. Grant asked certain 
questions, and he asked me the rather large 
question as to whether the railways are 
being economically run. That is a very 
wide question and one which is a little 
difficult to answer under war conditions. 
I think what I can say there is that the 
railways are being run as economically as 
possible, on the understanding that they 
do what is required of them in wartime. 
In existing circumstances we have to do 
certain things which we probably should 
not do in peacetime, and they may be more 
extravagant ways of doing things, but those 
things just have to be done. Probably I 
should say here that all those things are 
very closely under observation, and it is 
certainly not the intention of the manage- 
ment or anybody else that any extravagance 
in wartime should be carried over into 
pear € 

Then with regard to Thomas Cook & Son, 

» total amount of the loans made by the 
four main-line railway companies to their 
guarantee comes to £198,234 over the whole 
period, and our share of that, of course, is 
one fourth, less than £50,000. That has 
provided the finance necessary to keep the 
company in being as a going concern up 
to October 31, 1945. This is rather less 
than one half the maximum provided under 
the agreement, which was £450,000, and 
the companies are satisfied that the pros- 
pects of the undertaking fully justify this 
acquisition. I think Mr. Grant seemed to 
suggest that Thomas Cook & Son and Dean 
& Dawson were rather expensive luxuries ; 
in fact they would not exist at all unless the 
railway companies were satisfied that they 
contributed very substantial blocks of 
revenue to the railway companies them- 
selves. Mr. Bender raised the question of 
tourism, and I agree with him that one of 
the most important things we have to do 
after the war is to stimulate the tourist 
industry, which presents an almost un- 
limited field for improvement. That does 
not depend entirely on the railways. Of 
course, as to how that is to be done I 
cannot say now, but there is a very great 
deal to be accomplished by other sections 
of the community, notably the hotelkeepers 
and innkeepers, because I do not think 
anybody contends for one moment that the 
hotels and inns of this country are every- 
thing that is perfect. 

Mr. Cannon: What about the railway 
hotels ? 

The Chairman: They are the best, of 
Course, in the country. 


THE RAILWAY GAZETTE 


Mr. Bender: The Government will have 
to help you, because the Americans will be 
the travelling nation after this war. 

The Chairman: We shall have to have 
Government support. 

Mr. Bender: Yes. 
say anything against you 
question very well indeed. 

The Chairman: Thank you. Then Mr. 
Grant had a misfortune, I gather, in the 
course of one of his journeys, and if he still 
wishes further investigation to be made into 
the causes of that mis-connection, and will 
be good enough to write to me I will see 
what I can do about it. Mr. Bender also 
raised the question of the use of diesel 
engines. 

Mr. Bender: Zoning ? 

The Chairman: Yes. 

Mr. Bender: You know what that is ? 

The Chairman: Yes. It is a thing that 
has been under consideration from time to 
time. To some extent it does depend on 
how far we are able to go in our relation- 
ships with the road industries. 

Mr. Bender: And with the Government. 
They are all things for the Government. 

The Chairman: Yes. As regards diesel 
engines, that is under very close considera- 
tion at the present time, all types of diesel 
engines and for all purposes, whether 
straight diesels or diesel-electrics. I do 
not know where Mr. Bender got the idea 
from, that I said on some expansive occasion 
that we had nothing to learn from the 
Americans. 

Mr. Bender: Last year. I said it is up 
to us to get in touch with the Americans. 
All their officers were over here; and you 
said you did not think they could teach 
us very much, and I said: ‘‘ What about 
the New York Central and the Pennsyl- 
vania ?’”’ and you said: “I do not think 
they can advise us very much about these 
things.”’ 

The Chairman : I may have been blowing 
our own trumpet perhaps a little too 
loudly, but I would not accept that as a 
fact today, at any rate, because I think 
we can learn considerably from each other. 

Mr. Bender: Yes. 

The Chairman: I think we have quite 
a lot to teach them. I have had the oppor- 
tunity of getting into contact with quite a 
number of high-up transportation officers 
from the other side, and some of them at 
any rate say that the railways of this 
country, taking the difference in conditions 
into full consideration, are much more 
efficiently run than American railways. 

Then Mr. Harvey sp5ke words of wisdom 
and I shall have a little more to say in 
regard to that a little later on. It is up 
to the people who are suffering, whether 
they are railway stockholders or anybody 
else, to put pressure on the people who have 
been chosen to represent them in the House 
of Commons—that is what Members of 
Parliament are for, and I hope that some 
of my colleagues will take note. I am 
afraid, Mr. McKay, to develop that idea 
of yours of a comforts fund for ordinary 
stockholders would be rather difficult. Mr. 
Greg, I think I have answered your first 
question. Then you raised the question 
of pilferage. I mentioned that at some 
length in my speech, and I have told you 
that the police are doing everything they 
possibly can to check it, but under present 
conditions, black out, and so on, and so 
many opportunities, and unhappily so 
many receivers and so many organised 
gangs working, it is, I think impossible 
to do more than we are doing from our 
angle. But it is up to the community 
at large to try to instil a better outlook on 
other people’s goods into the minds of this 
very large section of the community who 
go about helping themselves so freely. If 
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we could get a better appreciation of the 
distinction between meum and tuum then 
this world would be a very much better 
place. 

A Stockholder: Is the blackout re- 
sponsible for a lot of it ? 

The Chairman: Yes, I think it is. It is 
going on, but to a certain extent conditions 
are improving, and that, perhaps, enables 
us to catch rather more people than we 
have done previously. 

Mr. Bender: Could not something be 
done about the Trade Unions, to make 
their members respond more ? 

The Chairman: They are co-operating 
with us to the fullest possible extent ; they 
are doing everything they possibly can to 
check it, and they are just as much dis- 
turbed about it as we are. 

Mr. Cannon: Do you mean the railway 
police or the state police ? : 

The Chairman: Both the railway police 
and the civil police. 

Then Mr. Archer gave us some very 
interesting statistics as to the depreciation 
which we have all of us suffered in the prices 
of our stocks during the last few years. I 
do not think he raised any question beyond 
that. 

I think, ladies and gentlemen, that is 
all I can say in reply to the very interesting 
points that you have put up to me. 

Councillor Wilson: Why did the Direc- 
tors’ fees disappear from the balance sheet ? 
That is one of the questions I asked. 

The Chairman: Councillor Wilson, you 
never asked that question today. You 
asked it last year, and I told you that it 
was on the instructions of the Ministry of 
War Transport. I also told you what those 
fees were, and if you want to know again 
I can tell you that the fees voted by the 
stockholders and which appear in the 
accounts, which the Minister said were not 
to be published, amount to £21,000 a year. 

Councillor Wilson: I feel sure that it is 
not information that will benefit the enemy. 

The Chairman: That is a matter for the 
Minister of War Transport, not for the 
Chairman of the London & North Eastern 
Railway Company. May I now put the 
resolution to the meeting in regard to the 
accounts ? Those in favour ? 

(The resolution was put to the meeting and 
declared carried). 

The Chairman then moved, and the 
Deputy-Chairman seconded, the resolution 
for the payment of dividends. 

(The resolution was put to the meeting and 
declared carried). 

The Chairman: I now have to inform 
the meeting that in accordance with the 
provisions of the Railways Act, 1921, and 
the North Eastern, Eastern & East Scot- 
tish Group Amalgamation Scheme, 1922, 
the following directors retire, and being 
eligible offer themselves for re-election :— 

Sir Murrough J. Wilson, K.B.E., 

The Hon. Rupert E. Beckett, 

Alexander Reith Gray, Esq., 

Geoffrey H. Kitson, Esq., 

Lt.-Col. The Hon. A. C. Murray, C.M.G., 
D.S.O. 

The Rt. Hon. Viscount Ridley, 

W. K. Whigham, Esq., 

FitzHerbert Wright, Esq. 

(The resolution was seconded, put to the 
meeting, and declared carried). 

Councillor Wilson: I move that the 
directors’ fees be fixed at £1,000 a year for 
the ensuing year. 

The Chairman : 
resolution, Councillor Wilson. 
you why. 
~ Councillor Wilson : Why not ? 

The Chairman: You have never given 
me notice of a resolution fixing £1,000 a 
year. That involves an increase in the 
fees of most of the directors, and I think it 
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would be most improper of me to accept it. 
That resolution is out of order. 

I now have to inform the meeting that 
Sir Laurence E. Halsey, K.B.E., F.C.A., 
the auditor retiring by rotation, does not 
seek re-election in consequence of his deci- 
sion to retire from business in the near 
future. Your Audit Committee has con- 
sidered the question of the appointment of 
his successor, and, as it does each year, the 
amount of the joint remuneration to be paid 
to the auditors for the current year. They 
recommend that: (1) Alfred Ernest Jones, 
Esq., O.B.E., M.C., F.C.A., be elected an 
Auditor of the Company in place of Sir 
Laurence E. Halsey, K.B.E., F.C.A., and (2) 
For the year ending December 31, 1945, the 
joint remuneration of the auditors be £4,000. 

I will therefore ask Sir Charles MacAn- 
drew, M.P., who acted as Chairman of the 
Audit Committee in the absence of Sir 
Berkeley Sheffield, to propose the necessary 
resolutions, and Colonel William St. Andrew 
Warde-Aldam, another member of the Audit 
Committee, to second them. 

Sir Charles MacAndrew: Mr. Chairman, 
my Lords, ladies and gentlemen, before 
the Audit Committee met in January a 
letter had been received from the retiring 
Auditor, Sir Laurence Halsey, saying he 
was thinking of retiring from business before 
long, and he did not propose to offer himself 
for re-election as one of your auditors. The 
Audit Committee received this decision with 
much regret, as Sir Laurence Halsey has 
given long and valuable service to the rail- 
way, which I fancy the stockholders have 
appreciated. I therefore beg to move : 

“ That Alfred Ernest Jones, Esq., O.B.E., 
M.C., F.C.A., be and he is hereby elected 
an auditor of the company in place of Sir 
Laurence E. Halsey, K.B.E., F.C.A., and 
that the joint remuneration of the Auditors 
for the year 1945 be £4,000.” 

Colonel William St. Andrew Warde- 
Aldam I have pleasure in seconding the 
resolution. 

The Chairman 
express My own 


Would you allow me to 
personal regret at Sir 
Laurence Halsey’s retirement from the 
auditorship of the company ? He has done 
very great service on behalf of the stock- 
holders during his term of office. I put the 
resolution to the meeting. 

(The resolution was put to the meeting and 
declared carried). 

That, my Lords, ladies and gentlemen, 
concludes the formal business of the meet- 
ing. I dealt at some length in the course 
of my address with the fate of the resolu- 
tion passed last year by the proprietors, 
and presented by the Chairmen of the four 
main-line companies to the Minister of 
War Transport. The terms of the resolu- 
tion which I have received from the Chair- 
man of the London & North Eastern Rail- 
way Stockholders’ Association are as 
follows 

“That this meeting of the stockholders of 
the London & North Eastern Railway Com- 
pany expresses its extreme dissatisfaction 
with the decision of the Government that 
the new circumstances of a major char- 
racter which arose in December, 1941, do 
not constitute a case for the revision of 
the financial terms of the Railway Control 
Agreement: and, being satisfied that the 
claim for revision is fair and just requests 
that representation be made by the board 
of directors to the Minister of War Trans- 
port for its reference to the arbitration of a 
Judge of the High Court.” 

This resolution arises directly from our 
proceedings, and I shall be glad to know 
whether it is the wish of the meeting that we 
should discuss it. I must get the formal 
persmission of the meeting. Are you all 
agreed upon that? (Agveed). 

The Chairman: Before I call on Mr. 
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Scott Adie there are one or two observations 
which I should like to make. You will 
have noticed from the report that contact 
has been maintained throughout the year 
between the board and the officers of the 
stockholders’ association with, I think, 
considerable benefit to both parties. So 
far as I am concerned, it is my intention 
that that contact shall be continued in the 
difficult times that lie ahead. 

There is a tendency in certain political 
quarters to regard as anti-social and 
almost immoral those members of the 
community who, in normal times, accumu- 
late by thrift large or small savings and 
invest them in private undertakings of 
one sort or another. It is clear from certain 
statements made recently that the day is 
not far distant when a political attack will 
be launched on that particular form of 
savings invested in public utilities and in 
basic industries of the country. It is, in 
my view, of the highest importance that 
the proprietors of those savings in all the 
industries scheduled for attack should be 
fully mobilised to withstand the onslaught 
when it comes, and to ensure fair and just 
treatment for those who, by the exercise 
of the virtue of thrift, have made possible 
the attainment of the high standard of 
living that the people of this country 
enjoyed up to the outbreak of war. I will 
now call on Mr. Scott Adie to propose the 
resolution which he has submitted. 

Councillor Wilson: Before calling on the 
mover of the resolution, may I ask if it is 
the opinion of the board that they will be 
able to finance a hearing in the Chancery 
Division ? Otherwise, we are wasting our 
time. 

The Chairman: I think you ought to 
hear Mr. Scott Adie. No doubt Mr. Scott 
Adie and his association are quite prepared 
to face the financial implications of this 
resolution. 

Mr. Kenneth Scott Adie : Mr. Chairman, 
my Lords, ladies and gentlemen: As in- 
dicated by our Chairman, I wish to propose 
a resolution. Our Chairman has dealt at 
some length with the approach made last 
year by the Railway Companies Associa- 
tion to the Ministry of War Transport re- 
questing a revision of the Railway Control 
Agreement of 1941, and there is no need, 
therefore, to recite again this detail. At 
last year’s annual general meeting facts and 
figures were put forward in great detail by 
my colleague, Mr. Austin E. Kavanagh, 
and no repetition of this is necessary. I 
would like, however, to summarise the 
position very briefly. ¢ 

The unfortunate position in which the 
holders of railway equity stocks find them- 
selves is entirely due to the Government’s 
action in forcing the agreement on the 
Railway Companies at a time when the 
affairs of the nations were in so parlous a 
condition that resistance to the agreement 
could easily have been criticised as lack of 
patriotism and penalised by the immediate 
imposition of even worse terms. The 
allegation that the agreement was accepted 
by the companies under duress, was, a 
year or so ago, received with a certain 
amount of reserve, but during the last 
twelve months a number of facts concerning 
the agreement have been disclosed for the 
first time, the allegation has been proved 
to the hilt, and is accepted in practically 
every quarter with the exception only of 
His Majesty’s Government. Despite direct 
evidence to the contrary, the Government 
spokesman insists that the agreement was 
freely negotiated, that it is fair and just, 
and as it was voluntarily accepted, the 
companies’ right to receive the treatment 
accorded to all other industries has auto- 
mactically ceased to exist. 

The fact that £78 million worth of stock 
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in this company is completely unremuner- 
ated is brushed aside as a matter of no 
account, and indeed, is justified on the 
grounds that for some years before the 
war the stock received no remuneration. 
The period of abnormal depression through 
which the railway companies passed in 
the immediate pre-war years is made the 
basis of agreement for the whole period 
of the war and also the immediate post- 
war years. In short, without in any way 
attempting to justify its action, the Govern- 
ment expresses its intention of perpetuating 
its act of legalised confiscation. 

Let there be no mistake, the legality of 
the agreement cannot be attacked ; for 
the purpose of the successful prosecution of 
war our Government has been given, or 
has taken unto itself, greater powers than 
those accorded to any other Government in 
the long history of our Nation. The sorry 
fact is that these powers have been used 
not only for the prosecution of war, but 
in this instance for the forcing of a com- 
mercial agreement on to the railway com- 
panies, an agreement which has nothing in 
common with normal commercial practice, 
business equity, or even common decency. 

I wish to be brief and, as I have said to 
avoid any unnecessary reiteration, but the 
following points must be noted :- 

1. The first financial arrangements under 
which the railway companies operated from 
1939 onwards were by no means generous. 
As the late Lord Stamp pointed out: “It 
constituted a triple limitation of profits 
which has not been adopted by, or expected 
from, any other class of business.’”’ How- 
ever, in comparison with the revised and 
existing control agreement it was eminently 
satisfactory. Also remember that this first 
agreement gave both parties the right to 
request a revision for a cause of a major 
nature. 

2. When the first financial arrangements 
were revised by the Treasury in the summer 
of 1941 it was intimated at first that the 
revision was necessary by reason of the 
incidence of war damage—nothing else, 
and an assurance was given that a change 
to the agreement would not place the com- 
panies in a worse position financially. 

3. Having obtained the railway com- 
panies’ acquiescence to the negotiations of 
such an alteration, the Government re- 
moved the whole question from the sphere 
of free negotiation by insisting that pay- 
ment for the use of the railways must be 
in the form of a lump-sum annual-rental 
very considerably below the amount which 
the companies would, in fact, have earned 
under the first agreement. And, further, 
the Government retained for itself only 
the right to amend the agreement again. 

4. The agreement was accepted by the 
companies under duress, for as Sir George 
Courthope, a director of the Southern Rail- 
way, stated in the House of Commons on 
December 21, in reply to a statement that 
the agreement was freely negotiated: “It 
was not; it was negotiated in the shadow 
of an assurance that if it was not accepted 
something much worse would be imposed.’ 

It must be remembered that at the time 
of the application of the agreement this 
country was standing alone, and the very 
natural assumption was that the terms of 
rental offered on the basis of “‘ Take this, 
or you will be given something very much 
worse ’’ were in respect of the wartime 
traffic of the British nation and British 
army. At that time there was not the 
slightest thought that the United States of 
America would be engaged in armed con- 
flict in Europe, or that this island would be 
used as an American fortress as well as a 
British fortress, and the jumping-off ground 
for a vast American invading army. 

However, fair or unfair, the agreement 
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was, at the time of its imposition, and it 
has been proved to be shamefully unfair, 
this change of circumstance is in itself full 
justification for a revision of the rental 
terms of the agreement. The _traffics 
carried since the entry into the war of the 
United States have greatly exceeded any- 
thing that could possibly have been anti- 
cipated in the summer of 1941. This aspect, 
at least, must receive consideration. 

During the past year the matter has been 

debated in the House on more than one 
occasion, and many questions have been 
asked. Some of the replies given by the 
Government spokesman have been stagger- 
ing. It is impossible to believe that the 
Parliamentary Secretary to the Ministry of 
War Transport -is so entirely devoid of 
knowledge as to the Railway Control Agree- 
ment to allow of his remarks being passed 
as statements made in ignorant good faith. 

evasion, misrepresentation and equi- 
vocation of these statements is one of the 
most umsavoury aspects of this very 
unsavoury business. 

During the last 12 months, I have, as 
representative of some thousands of 
kholders in this company, done my 

utmost to direct the spotlight of public 
attention on to this matter. On more than 
one occasion I have challenged the veracity 
of the Government spokesman; I have 
publicly accepted the full personal respon- 
sibility for my statements, and although I 
have been named and accused in the House 
of Commons of being guilty of 
inaccuracies (under the veiled warning of 
the gravity of my allegations) I am still 
undaunted. 


TOSS 


Governments may have the power to 
make laws, but they are not above the law, 
and this change of circumstances entitled 
the proprietors of the railway companies 
to demand arbitration. I think it will be 
difficult for the Government to refuse this 
demand, for if such a refusal is given, the 
Government than stands self-convicted of 
inequity. If such a refusal is given, ways 
and means must and can be found for 
forcing arbitration. 

In conclusion, I would say that the 
London & North Eastern Railway Stock- 
holders’ Association has every intention of 
fighting this matter through to the bitter 
end, and in so doing demonstrate to the 
world at large that the British public has 
not the slightest intention of allowing this 
Government, or, indeed, any other Govern- 
ment, the right of confiscation of private 
property 
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Ladies and gentlemen, I have pleasure 
in proposing the resolution. 

Mr. Kavanagh : Mr. Chairman, my Lords, 
ladies and gentlemen, When the Minister 
of War Transport refused the case which 
was submitted to him by the Railway 
Companies’ Association in April of last 
year, he said that His Majesty’s Govern- 
ment could not accept the suggestion that 
the extension of the area of the war was 
sufficient cause for an improvement in the 
financial terms of the control agreement, 
but we should like to make it clear that we 
did not and do not suggest that it is merely 
the extension of the area of war which 
justifies this alteration, but the use of this 
country by the armed forces of America, 
which by sending thousands and thousands 
of troops, with all their stores, all of which 
have had to be carried by the railways of 
this country, justified an alteration in the 
financial terms. The Minister also said 
that the correspondence with you, sir, at 
the time of the agreement, made it clear 
that the agreement is for the whole period 
of control. He said also that we must 
adhere to the agreement. The Government 
has rejected all the other arguments, such 
as the Excess Profits Tax basis and other- 
wise which were advocated last year and 
we are thrown back on to the agreement 
itself. We do suggest that if the agreement 
is to be adhered to it must be interpreted 
fairly so far as the stockholders are con- 
cerned ; and obviously, it was never con- 
templated in the summer of 1941 when the 
second agreement was negotiated that this 
country would become an armed camp for 
the huge American Forces, or that the rail- 
ways would have to carry all this additional 
traffic, details of which have been given by 
you, sir, and the other railway Chairmen 
last year and this year. We do suggest that 
the Railway Companies’ Association should 
again approach the Minister and press him 
to reconsider his decision and to give us 
an improvement in the financial terms of 
the arrangement of 1941, in addition to the 
allowance of abnormal wear and _ tear. 
The two things obviously hang together, 
but it cannot be suggested that the allow- 
ance for abnormal wear and tear will meet 
adequately the traffics which have been 
carried by our assets. If the Minister 
cannot fairly agree this additional com- 
pensation by way of an improvement in 
the financial terms, then we suggest that 
the matter should be referred to the arbi- 
tration of a High Court Judge. That, we 
consider, to be extremely moderate, and 
the least that the Government can give us 


Great Northern Railway Company (Ireland) 
Increased ordinary dividend—Unsettled outlook—Record traffic 
and receipts—Operating efficiency—Road transport services— 
Recent Irish legislation—Future of transport—Unsolved problems 


general meeting of the 
it Northern Railway Company (Ire- 
land) was held at the Gresham Hotel, 
Dublin, on February 27. Lord Glenavy, 
Chairman of the company, presided. 

[The Chairman, in the course of his 
speech, said that the year’s working had 
resulted in a net income of £764,731 
which was the highest ever reached by 
the company. Deducting the amounts 
required for fixed charges, taxation, 
arrears of maintenance and contingencies 
as set out in the report, and allowing for 
the balance brought in, there was avail- 
able for dividends the sum of £279,333. 
After payment of dividends on the 


The annual 


guaranteed and preference stocks the 
balance was greater than that of 1943 by 
£53,844. The proposals of the board 
were, in effect, that £40,507 of that sum 
be appropriated to raising the dividend 
on the ordinary stock by 1 per cent. and 
that the remainder be added to the carry 
forward, which would then amount to 
£22,821. 

The board recommended that the addi- 
tional 1 per cent. should take the form 
of a bonus because the conditions of the 
time were subject to so many fluctua- 
tions, and forecasts even of immediate 
prospects were therefore difficult to 
frame. There had been a considerable 
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in the circumstances. If that is refused, 
then, as Mr. Scott Adie has said, we must 
endeavour, if we possibly can, to secure 
arbitration, and if we do that, then we 
must turn all our energies towards the 
forthcoming general election, and we must 
fight this cause in all the constituencies 
of the Kingdom so that when the new 
House assembles (and we do not believe 
that the new House will necessarily be a 
Socialist House), we believe that then it 
may be possible for us to obtain an amend- 
ment of the agreement on terms which will 
be satisfactory to the stockholders ; but we 
shall not give up the fight; we shall con- 
tinue the cause which we undertook last 
year and we ask stockholders to support 
us in every way they possibly can. 

I have much pleasure in seconding the 
resolution. 

The Chairman: Does the meeting wish 
to hear any speaker on the resolution, or 
do you wish to proceed to a vote ? 

Councillor Wilson: I am not speaking on 
the resolution. I only say that I approve 
of everything that has been said, but the 
great point is: Who is going to finance it ? 
[ am afraid it is beyond the power of this 
meeting, for the simple reason, Mr. Chair- 
man, that it has not been circulated in your 
balance sheet and report. I am afraid it is 
beyond the power of the meeting to take 
this resolution without notifying all the 
stockholders that the resolution was going 
to take place 

The Chairman: I do not think we accept 
that. The question of finance is obviously 
one for the stockholders’ association, and I 
am quite sure that the Chairman of that 
association is not frightened by any financial 
limitations of that sort. I take it that 
nobody wishes to speak again on the 
resolution ? 

(On being put to the meeting the resolution 
was carried unanimously). 

The Chairman: That 
business of the meeting. I shall, of course, 
make it my business to transmit the 
resolution to the Minister of War Transport. 

Mr. Theodore Instone: I am sure it is 
the pleasure of all of you to propose a very 
hearty vote of thanks to the Chairman. I 
would ask somebody to be good enough to 
second that. 

Mr. J. H. G. Bender: I second that. 

(A vote of thanks was carried with acclama- 
tion). 

The Chairman: Thank you very much, 
ladies and gentlemen. 


concludes the 


(The proceedings then terminated) 


shift of population out of one part of the 
company’s _ territory. That was a 
transient population which, in the course 
of events, had not been replaced. It had 
brought a large traffic, both in passengers 
and goods, to the system, and there was 
no present prospect of equivalent traffic 
from other sources. 

It was hardly to be expected 
gross receipts in the current year 
would reach the figures of 1944. 
Economies would be practicable in some 
working costs, but the scope for them 
would be limited until there were reduc- 
tions in the prevalent prices of fuel, 
materials and other main items in ex- 
penditure. Of such reductions there was a 
yet little or no sign. Their extreme 
importance was indicated by the facts 
that, taking only two of the it’ms, 
namely, salaries and wages and locomo- 
tive fuel, their extra cost in 1944 
amounted to £181,500; this followed an 
increase in 1943 under the same two items 


that 
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of £203,086. The incidence of Excess 
Profits Tax was only a partial cushion 
against the net effect of a fall in receipts. 
A railway was peculiarly dependent for 
maximum efficiency and economy on being 
able to work at, or near, full capacity. 
If its full capacity was not called on this 
year, expenditure inevitably would absorb 
a larger preportion of receipts. 

fhe centenary of the Dublin & Drog- 
heda Railway fell in the year. A booklet 
had been published to commemorate that 
event of which two substantial editions 
had been sold out; many copies went to 
interested purchasers outside Ireland. 

The year of the centenary was also the 
year in which the volume of traffic car- 
ried, the gross receipts and the net in- 
come, reached the highest figures on 
record in the company’s history. He 
asked stockholders to appreciate the 
demands that had been made by the long 
five years of the emergency period, with a 
volume of traffic steadily mounting to a 
record peak, on the officers and staff of 
the company. That period was entered 
on after some years of acute depression 
during which the company could not 
secure from an indifferent public income 
sufficient to allow of the proper upkeep 
of rolling stock and equipment. The 
emergency required it, nevertheless, to 
handle traffics far in excess of those ever 
deait with before. Despite the worn con 
dition of many of the assets, facing all 
the handicaps due both to the quantity 
and to the quality of the available fuel, 
the unpredictable delays inherent in meti 
culous and multiplied customs and other 
Governmental examinations, the short- 
age of materials essential for repairs and 
renewals, the staff’s practical efficiency 
had earned it the repeated commendation 
of many thoughtful members of the 
public 

In 1944, on the mechanical side, the 
total output of carriages and wagons from 
the works had been much the same as in 
1943, but the proportion of new as dis 
tinct from repaired vehicles was three 
times greater. Engine failures in service 
were 20 per cent. less than in 1943. On 
the traffic side delays to trains were re- 
duced despite the heavier loadings, by an 
even greater percentage. So high had 
been the level of work done in recent 
years on the permanent way that the 
annual competitions among the mainten- 
ance gangs found the judges unable, in 
awarding the prizes, to separate the 
winners in some groups by more than half 
a mark in a total of 100. 


Twenty-Year Comparison 

The year 1923 hitherto had been con- 
sidered the outstanding year in the last 
quarter of a century of the company’s 
experience. That had been a year when 
the working of the system had all the 
benefit of a recent large expenditure on 
rolling stock and other equipment, out of 
the company’s then ample _ resources. 
Some comparisons between it and_ the 
year 1944, when the crippling effects of 
the pre-war depression had still to be 
combated, would be a measure of the 
claim on public appreciation for five years 
of intensive service under difficulties never 
previously paralleled. In 1923 the number 
of passenger journeys had been just over 
9 millions; in 1944 they had exceeded 18 
millions. Passenger train miles run had 
been in round numbers 2 millions in 1923, 
3} millions in 1944; an increase of 100 per 
cent. in volume of traffic had been met 
by an increase of 75 per cent. in mileage. 
The tonnage of merchandise in the earlier 
year had been } million; last year it had 
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been nearly 1} million. Although the 
goods tonnage carried had been over 60 
per cent. greater than in 1923, the goods 
train miles run had been less than 20 per 
cent. greater; clear demonstration that 
the shortest road to the lowest possible 
freight charges was by way of the highest 
possible loadings. Coal, coke and othe1 
mineral traffic had showed the record 
figure of 552,000 tons compared with 
426,000, due largely to heavy carryings of 
turf. 
had been the other way; 917,000 animals 
had been carried in 1923 compared with 
640,000 in 1944; one of the unexpected 
experiences during this war had been the 
relatively light quantity of this par- 
ticular traffic. The sum available for 
dividends on the ordinary stock was less 
than had been available in 1923, but the 
main reason for that was the much higher 
proportion of net income now taken for 
taxation. For wartime earnings to be 
subject to wartime taxation is not unex- 
pected, but it was none the less trying 
that earnings which could have been put 
to such effective public use on the system 
in the post-war years should have to be 
diverted to other purposes. 

Net receipts from hotels, refreshment 
rooms and cars were down by £8,367 as 
compared with 1943, but a larger sum 
than that had been expended in renova- 
tions where renovations undoubtedly were 
overdue. 

Net receipts from road transport ser- 
vices at £49,315 were up by over £15,000 
and represented an increasingly important 
element. in the income of the company. 
Notwithstanding severe restrictions on the 
permitted number of services, the total 
passengers carried by buses exceeded 5} 
millions. The Great Northern was not 
alone in being the target for some un- 
merited criticism to the effect that it was 
over-railway-minded. The facts were, 
however, that the passenger journeys 
by the company’s buses were just as 
many as the journeys by rail of passen- 
gers originating within the same part of 
the territory. Their policy was to give the 
public whatever kind of service within 
the statutory powers was best adapted 
both to its requirements and, in the long 
run, to its purse. 

On the suggestion of the board of the 
Belfast & County Down Railway Com- 
pany arrangements had been adopted in 
the middle of the year for close co-ordina- 
tion in working between the two under- 
takings, which are proving beneficial to 
both parties. 

The Oireachtas had passed into law in 
the latter part of the year the Transport 
Act, 1944. The primary purpose of that 
Act was the merging of the former Great 
Southern Railways and ‘Dublin United 
Transport Companies into one undertak- 
ing, and the provision of a financial struc- 
ture for the new body. So much of the 
Act as had a bearing on the affairs of 
the Great Northern Railway Company 
was therefore subsidiary. Representa- 
tives of the board had been accorded 
interviews by the Minister in charge of 
the Bill while it was under consideration, 
and they had taken the opportunity of 
pointing out that its provisions would 
lead to no very substantial relief for this 
company in the future from the acute 
handicaps under which it had laboured in 
the past, should conditions such as those 
which prevailed in the years before the 
war again arise. The representations 
made on the company’s behalf had been 
sympathetically received. On the more 
essential aspects of public transport, how- 
ever, as they affected the Great Northern, 
it had been emphasised that the location 
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of the company’s system within two 
separate jurisdictions had raised ques. 
tions for which no effective solution in 
the circumstances could well be pro- 
pounded. No informed person would 
dispute that the problem lay in the 
great excess of the means of trans- 
port over the traffic requiring to 
be transported. There was to be no 
check on a future flood of privately- 
owned vehicles, except to the extent that 
the operation of lorries by pseudo-mer- 
chants was made more difficult, and that 
the exempted areas, those within which 
no licence was required for the operation 
of lorries, were abolished by the Act. It 
contained no provisions expressed to be 
for the purpose of procuring a more 
economic relation between the means of 
transport and the available traffic. 

At the appropriate time the company 
would be inviting those who contem- 
plated providing their own commercial 
transport to consider whether, if the 
company offered them facilities as cheap 
and as efficient, it would not be to the 
advantage of themselves and the general 
public together to give the company its 
opportunity of service. Section 53 o1 the 
Act provided for the commutation by a 
payment of £8,000 on the part of the 
company of the guarantee of the divi- 
dends on the guaranteed stock of the City 
of Dublin Junction Railway Company. 
In view of experience in normal times 
under that guarantee, which represented 
a substantial yearly liability, the provi- 
sions of Section 53 were considered fair 
and reasonable. 

The future of public transport in 
Northern Ireland was still. under con- 
sideration by the Government. There 
was substantial agreement between all 
those engaged in the operation of public 
transport in Ireland as to the main prin- 
ciples on which its future organisation 
should be based, and, with adequate 
safeguards for the public interest, there 
should be no insuperable difficulty in 
applying those principles in such a 
manner as to put public transport on a 
much more stable footing than had 
existed before the war, when the nature 
of its problems and the realistic solutions 
for them had not been so well under- 
stood. 

The year had been cne of recurrent 
anxieties about fuel supplies, and the 
present position found the company with 
but little margin over weekly require- 
ments. Thanks to specialised experience 
that was available of turf and _ its 
peculiarities it had been able to initiate 
during the year the successful use of turf 
briquettes for firing locomoives and con- 
sequently to exchange them for substan- 
tial quantities of coal at a time when 
other public utility services had been in 
desperate need of it. 

The report and accounts were adopted. 


SWEDISH ELECTRIFICATION ExXPENDI- 
TURE.—It is reported that, for the electri- 
fication of the Stockholm-Tillberg-K6ping 
line (about 100 miles) of the Stockholm- 
Vasteras-Bergslagen Railway (recently ac- 
quired by State Railways), kr. 12.94 million 
is required, in addition to the kr. 12-5 
million granted by the Riksdag in 1944. 
Total electrification costs are calculated at 
kr. 28-74 million. For the electrification 
of the State Railways line between Oster- 
sund and Storlien (about 100 miles), calcu- 
lated to cost kr. 17-9 million, kr. 14-5 mil- 
lion had been assigned previously by the 
Riksdag sessions, and the remaining kr. 3-4 
millions required in the next financial year. 

. 
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Questions in Parliament 


Thefts from Main-Line Railways 

Mr. J. J. Stourton (Salford, South—C.) 
on February 28 asked the Parliamentary 
Secretary, Ministry of War Transport, if 
he would state separately the value of 
merchandise misappropriated from the 
four main-line railways for each of the 
years 1939 to 1944 inclusive. 
' Mr. P. J. Noel-Baker (Parliamentary 
Secretary, Ministry of War Transport) : 
\s my answer contains a number of figures, 
[ will circulate it. In the meantime, Mr. 
Stourton may be interested to know that 
the total claims paid by the railways in 
1939 was £161,000, and for the first nine 
months of 1944, it had risen to £1,776,192. 

Mr. Stourton: Do not the figures in- 
dicate that there has been an enormous 
increase in the number of railway thefts 
since the beginning of the war? Will the 
Parliamentary Secretary bear in mind that 
the people of this country are entitled to 
expect reasonable protection of their pro- 
perty ? 
_ Mr. Noel-Baker: Yes, Sir. This is a 
most serious problem which, I am sorry 
to say, is still increasing in gravity. We 
are doing everything we can, and if Mr. 
Stourton has any suggestions to make as 
to further measures which can be taken I 
will be grateful if he will let me have them. 

Later Mr. Noel-Baker circulated the 
following table, which gives the latest 
available information about the amount 
of claims paid by the four main-line rail- 
way companies and the Chesire Lines Com- 
mittee, in respect of loss and theft of goods 
in transit since the beginning of 1939. 
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to members of the services with their 
heavy equipment, to aged people and those 
suffering physical disabilities. 

Mr. Noel-Baker: The London Passenger 
Transport Board is doing everything they 
can to finish the repairs on the escalators 
at Paddington Station, but its efforts are 
hampered by the shortage of labour and 
material. It hopes that one escalator will 
be working before Easter. 

Mr. Beaumont: Is the Parliamentary 
Secretary aware that due to the delay in 
effecting these repairs at least two, and 
sometimes three, men are employed on 
directing traffic? Is not that a gross waste 
of labour ? 

Mr. Noel-Baker did not reply. 


London-Hull Service 

Colonel Sir Lambert Ward (Kingston- 
upon-Hull, North West—C.) on February 28 
asked the Parliamentary Secretary, Ministry 
of War Transport, whether his attention 
had been called to the inadequate service 
of trains between London and Hull; 
whether he was aware that there was only 
one through train a day in each direction ; 
and whether he would consider improving 
the service. 

Mr. Noel-Baker: Besides one through 
train in each direction, there are on week- 
days seven trains from London which 
provide reasonable connections to Hull, 
and five trains which do so from Hull to 
London. Due to the heavy traffic on these 
lines, I regret that at present it is not 
possible to increase the services. 

Sir Lambert Ward : Is the Parliamentary 
Secretary aware that in spite of the fact 
that there is only one train each way 


| (nine months 
| | ended Sept.) 





£ 
5,191 
70,810 
134,907 
234,385 
38,602 


"161,223 


483,895 


£ 
17,902 
235,474 
525,990 
887,538 
109,288 


£ 
20,460 
259,871 
429,059 | 
903,843 | 
108,029 | 


1,727,262 | 


et 
22,580] 
256,247 
514,262 
984,339| 
113,741 


170,994 | 
287,264 | 
520,084 | 
83,310 | 
1,075,290 1,891,169} 1,776,192 





B.L.A. Reserved Coaches Used by 
Civilians 

Sir Charles Edwards (Bedwellty—Lab.) 
on February 28 asked the Parliamentary 
Secretary, Ministry of War Transport, 
what complaints he had received about 
civilians filling railway coaches reserved 
for troops belonging to the B.L.A. ; whether 
he was aware that on the train leaving 
Newport, High Street Station, on Feb- 
ruary 13, soldiers were informed that the 
first coach was reserved for them, but when 
the train came in that coach was filled 
with civilians and the soldiers had to 
stand where they could; and would he 
take steps to prevent this ? 

Mr. Noel-Baker: I have only received 
ne complaint that railway coaches reserved 
for 5.L.A. troops have been occupied by 
civilians. That complaint related to the 
train from Newport on February 13, to 
vhich Sir Charles Edwards refers. I am 
making inquiries, and will write to him as 
soon as possible. 


Paddington Station Escalators 

Mr. Hubert Beaumont (Batley and 
Morley—Lab.) on February 28 asked the 
Parliamentary Secretary, Ministry of War 
Transport, if he would take steps to ex- 
pedite the repairs to the escalators at 
Paddington Station which now had been 
out of commission for about eight weeks 
and which occasioned great discomfort and 
hardship to the travelling public, especially 


between London and Hull there are more 
than 10 trains between London and New- 
castle, and nearly 20 trains both ways 
between London and Bradford, and that 
neither of those cities has a population as 
large as the City of Hull ? 

Mr. Noel-Baker: I am aware of that, 
but it is impossible to arrange matters so 
that passengers for Hull do not have to 
change. 

Sir Frank Sanderson (Ealing—C.) : Does 
not the Parliamentary Secretary consider 
that the third largest port in the United 
Kingdom deserves a better service than 
one through train a day ? 

There was no reply. 


Cross-Channel Passenger Service 

Sir Leonard Lyle (Bournemouth—C.) on 
February 28 asked the Parliamentary 
Secretary, Ministry of War Transport, 
whether he could give any indication of 
the present volume of Cross-Channel pas- 
senger traffic not consisting of service 
personnel ; and whether he could subdivide 
this total so as to indicate the number of 
persons travelling for business, official and 
compassionate reasons, respectively 

Mr. Noel-Baker: For the last complete 
week (ended Saturday, February 24), for 
which figures are available, passages from 
Great Britain on the M.W.T. London-Paris 
sea-rail service were allocated to 187 civi- 
lians, of whom 65 were officials, 76. were 
persons other than officials travelling on 
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business of national importance, and 46 
were travelling for urgent compassionate 
reasons. 

Sir L. Lyle: Were the officials travelling 
on matters of national importance ? 

Mr. Noel-Baker: Yes, sir. 

Mr. G. Buchanan (Glasgow, Gorbals— 
Lab.) : Will the Parliamentary Secretary 
tell me how anyone can get over for com- 
passionate reasons? I have not found a 
way yet. 

Mr. Noel-Baker: If people apply to the 
proper authorities, they certainly can. I 
will send Mr. Buchanan a circular. 

Mr. Buchanan: Will the Parliamentary 
Secretary take care to see that all are 
treated alike ? 

Mr. Noel-Baker: Yes. I do not think 
there has been any difficulty in getting a 
passage once a case for compassionate 
reasons has been established. 


Manchester Refreshment Rooms 

Mr. Glenvil Hall (Colne Valley—Lab.) on 
February 28 asked the Parliamentary 
Secretary, Ministry of War Transport, if 
he would state the time the refreshment 
rooms closed each evening, including 
Sundays, at the main-line stations in 
Manchester; and if, for the convenience 
of travellers, one, at least, of them at each 
station could be kept open till midnight ? 

Mr. Noel-Baker in a written answer 
stated : Appended is the detailed informa- 
tion which Mr. Hall desires about the 
closing times of refreshment rooms on the 
Manchester stations. I regret that, due to 
shortage of staff, it would be impracticable 
to keep the refreshment rooms open till a 
later haur. 

The times during which the refreshment 
rooms at the main-line stations in Man- 
chester are open are as follow :— 


London Road 
L.M.S.R. 
Weekdays 
Sundays 


7 a.m. to 10.30 p.m. 
9.30 a.m. to Il a.m. 
12 noon to 2.15 p.m. 
7 p.m. to 10.30 p.m. 


L.N.E.R. 
Weekdays—8 a.m. to 10 p.m. 
Sundays—|!1 a.m. to 10 p.m. 


Victoria 

Main refreshment room 
Weekdays—7 a.m. to 10 p.m. 
Sundays—9 a.m. to 3 p.m. 

7 p.m. to 10 p.m. 

Nos. 1/10 bar 
Weekdays—7 a.m. to 9 p.m. 
Sundays—closed. 

Nos. 12/13 bar 
Weekdays—7 a.m. to 9 p.m. 
Sundays—closed. 

Dining room 
Weekdays—8 a.m. to 6 p.m, 
Sundays—-closed. 


Exchange 
Railbar 
Weekdays 
Sundays 
Central 
Refreshment room 
Weekdays—7.30 a.m. to 10 p.m. 
Sundays—I!1 a.m. to 10 p.m. 


7 a.m. to 10 p.m, 
10 a.m. to 6 p.m. 


Canteen at Wolverhampton 

Sir Geoffrey Mander (Wolverhampton, 
East—Lib.) on February 28 asked the Par- 
liamentary Secretary, Ministry of War 
Transport, if he would state the reasons 
for the delay of four years by the Great 
Western Railway Company in completing 
the canteen at Oxley Sidings, Wolverhamp- 
ton; and whether he would take steps to 
arrange for its completion as early as 
possible, due to the concern felt by the men 
affected. 

Mr. Noel-Baker: I will let Sir Geoffrey 
Mander know the result when I have com 
pleted the inquiries I am now making. 

Sir G. Mander: Will the Parliamentary 
Secretary bear in mind that there has been 
four years’ delay already ? Will he try to 
finish his inquiry as-early as possible ? 

There was no reply. 





Notes and News 


Railway Convalescent Homes Office 
Address.—As from March 1 last the office 
address of the Railway Convalescent Homes 
is 116, Victoria Street, London, S.W.1. 
The telephone number is Victoria 5406. 


Beira Railway Co. Ltd.—For the year 
ended September 30, 1944, the net profit 
of the Beira Railway Co. Ltd. amounted 
to £86,420 against the previovs year’s 
figure of £7,619. A dividend of 2s. a share 
has been ceclared, compared with Is. a 
share for the previous year. 


Bus Company’s Post-War Plans. 
The directors of the Birmingham & Midland 
Motor Omnibus Co. Ltd. had before them at 
their last meeting preliminary estimates for 
the expenditure of nearly £1,500,000 for the 
provision of new buses, workshops, and 
garages immediately the war position will 
allow of the necessary orders being placed. 


Victorian Government Railways.- 
Revenue received by the Victorian Govern- 
ment Railways Department for the months 
of October, 1944, was railways, {1,284,342 
(£1,289,829 for the similar month of the 
previous year); electric street railways, 
£7,254 (£7,265); and road motors, £571 
(£444); making a total of £1,292,167 
(against £1,297,538). 


Oldham, Ashton-under-Lyne, & 
Guide Bridge Junction Railway Com- 
pany.—tThe total dividend for the year 
1944 on the £40,000 share capital held by 
the public is 4? per cent. (same). After 
allowing for estimated settlement in respect 
of Government control, there is a net 
revenue debit of £4,772 (same). The 
amount receivable from the L.N.E.R. and 
the L.M.S.R. under the terms of the lease is 
again 6,672. 


F.B.I. and British Employers’ Con- 
federation.—The Federation of British 
Industries has issued a statement pointing 
out that there is no foundation for reports 
that employers in their central trade 
associations are planning to amalgamate 
into one organisation to be called the 
Congress of British Employers, members 
of which will include the Federation of 
British Industries and the British Em- 
ployers’ Confederation. The F.B.I. adds 
that no discussions are taking place on this 
subject. 


South African Railways & Harbours. 

-The gross earnings of all services for 
October, 1944, were £5,121,000. The net 
surplus was £100,000. It is estimated that 
the 10 per cent. war surcharge, which came 
into operation on October 1, produced 
£471,000. The accumulated net deficit for 
the period April 1 to October 31 was 
£506,000. In the corresponding period of 
the previous financial year there was a 
surplus of £364,000. Revenue was greater 
than in 1943 by £1,810,000, but expenditure 
increased by £2, 681 ,000. 


Dublin United Transport Co. Ltd.— 
The last report of the Dublin United 
Transport Co. Ltd. which was dissolved 
on January 1 and its undertakings trans- 
ferred with that of the Great Southern 
Railways Company to the new statutory 
company Coras lompair Eireann (Irish 
Transport Company) shows that for the 
year 1944 there was a balance of net 
revenue of £265,785 (compared with 
£279,711 for the previous year). Provision 
for taxation is £134,392 against £166,580 ; 
£25,000 (same) was transferred to pension 
trust fund, and £97,405 (nil) was transferred 
to goodwill account. The company is 
paying a final dividend on the ordinary 
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stock of 3 per cent., 
the year. 


making 6 per cent. for 


. Forestal Land, Timber & Railways 
Co. Ltd.—A dividend of 3 per cent., less 
tax, has been declared by the board of the 
Forestal Land, Timber & Railways Co. 
Ltd. in respect of the six months ending 
March 31, 1945, on the 6 per cent. cumu- 
lative preference capital. 


Canadian National Railways.—Gross 
earnings for January, 1945, were 
$32,568,000, a decrease of $528,000 in com- 
parison with January, 1944. Operating 
expenses rose from $28,073,000 to 
$28,714,000, an increase of $641,000, and 
the net earnings of $3,854,000 were 
$1,169,000 lower. 


Government Again Defeated during 
Indian Railway Budget Debate.—After 
the Government recently had been defeated 
three times in two days in the Indian Cen- 
tral Assembly on motions connected with 
the railway budget (see our last week’s 
issue), it was defeated again, reports Reu- 
ters, on February 22, when a motion was 
passed asking for an increased cost-of-living 
allowance for railway employees. 


Bahia Blanca & North Western Rail- 
way Co. Ltd.—The board reports that 
the guaranteed rental of £440,000 due from 
the Buenos Ayres Great Southern Railway 
Co. Ltd., in respect of the year ended June, 
1944, has been received and the £98,000 
interest on the 4 per cent. first debenture 
stock, the £135,000 interest on the 4} per 
cent. second debenture stock, and the 
dividend of £207,000 on the 43 per cent. 
guaranteed stock have been duly paid. 


Proposed Gloucester Group of Insti- 
tute of Transport.—At a meeting of 
members of the Institute of Transport held 
at Gloucester recently it was decided to 
proceed with the formation of a Gloucester 
Group of the Institute. Mr. A. C. Lisle, 
M.Inst.T. (General Manager & Secretary of 
the Sharpness Docks & Gloucester & Bir- 
mingham Navigation Company) was 
elected Chairman, and Mr. D. Bartlett 
(Assistant Divisional Superintendent, Glou- 
cester, Great Western Railway) was elected 
Honorary Secretary. Colonel G. D. Moore, 
Chairman of the Western Section of the 
Institute, presided; and there were also 
present Mr. H. J. S. Young, Honorary 
Secretary of the Western Section, and Mr. 


NOTICE 


The Board regrets that 
owing to engineering work 
it is necessary to close 
the interchange subway at 
Elephant & Castle Station 


THROUGH PASSENGERS 
BETWEEN THE 
NORTHERN AND 
BAKERLOO LINES 

CHANGE AT WATERLOO 


© 


Poster announcement by the London Passenger 
Transport Board of the lengthy closure, for 
heavy engineering work, of an important 
interchange subway. It was closed on 


December 2, 1944 


March 9, 1945 


S. Rider, a Past-Chairman of the West. 
ern Section, who opened a discussion on the 
subject of railway charges. 

Renovation of Cantareira Railway, 
Brazil.—Work has been begun on the 
reconstruction of the Cantareira Railway, 
a San Paulo city suburban line some 
22 miles in length, which is owned and 
operated by the State of Sao Paulo. 4 
thorough overhaul is planned. The present 
gauge of 0-6 metre will be widened to 
1 metre, with new track materials, rails, 
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and sleepers. The State of Sao Paulo 
authorities have submitted for Federal 
enactment a proposed Decree Law appro- 
priating $500,000 to cover the cost of 
renovation, which it is hoped to complete 
this year. 


Canadian Pacific Railway Services. 
\ proposal to spend many millions of 
dollars on the restoration and improvement 
of Canadian Pacific Railway land and 
ocean services has been announced at 
Vancouver by Mr. W. M. Neal, vice-presi- 
dent of the company. Included in the 
plans is the replacement of the ss. Empress 
of Canada and the ss. Empress of Asia, two 
of the company’s ships lost during the war. 


More Locomotives for Colombia 
Ordered.—The Railway Administrative 
Council of Colombia approved an order on 
December 5, 1944, for 8 locomotives. As 
the Colombia locomotive quota has been 
increased, Colombia will obtain a total of 
18 locomotives, which will be assigned to 
the routes most urgently needing them, 
such as the Pacific Railroad, the Girardot- 
folima-Huila Line, and the Western Trunk 
Line (Troncal de Occidente). 


L.N.E.R. Electric-Lighting Equip- 
ment for Locomotives.—The L.N.E.R. 
in conjunction with the Metropolitan- 
Vickers Electric Co. Ltd. is fitting four 
A2/1”’ class Pacific locomotives with 
electric-lighting equipment for head lights 
and cab lighting as an experiment, and 
engine No. 3698 of this class already has 


Removing Inflammable 
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been fitted. Electric power is obtained 
from an axle-driven generator mounted on 
the trailing axle of the leading bogie. A 
nominal voltage of 6 volts is obtainable 
and a 5-cell ‘‘ Nife’’ battery of 35 amp. hr. 
capacity is available when the engine is 
stationary. 


Road Accidents in January, 1945.— 
The return issued by the Ministry of War 
Transport of the number of persons re- 
ported to have died, or to have been 
injured, as a result of road accidents in 
Great Britain during the month of Janu- 
ary last shows 335 deaths (compared with 
560 in January, 1944), 2,003 seriously 
injured (compared with 2,865 in January, 
1944), and 6,525 slightly injured (compared 
with 7,846 in January, 1944). 


Mexican Passenger and Freight Rate 
Increases.—Freight and passenger rates 
on the Mexican railways were increased on 
January 1 in accordance with an Executive 
Decree published on December 2, 1944, and 
effective the following day. The measure 
is a temporary one and will be in effect 
until January 1, 1946, when a permanent 
tariff, based on a revision of the present 
rate structure will be put into effect. 
Under the terms of the Decree, the railways 
are given provisional authorisation to make 
the following percentage increases, in 
accordance with rates approved by the 
Ministry of Communications & Public 
Works : The National Railways of Mexico, 
20 per cent.; the Southern Pacific Rail- 
ways of Mexico, 20 per cent. ; the Mexican 


Fluff from Tube Lines 


1 staff of 46 women, called fluffers, is employed by the London Passenger Transport 
Board for removing dust, grease, and the inflammable fluff from the clothing of 
passengers which blows along the line. The same staff cleans the escalators. These 
nightly tasks are of added importance now that shelterers at tube stations (of whom 
there are still about 25.000) add enormously to the quantity of inflammable dust 


which penetrates the running-line tunnels. 


Although not dangerous, such fluff 


might ignite and cause smoke which could disrupt the service and perhaps occasion 
panic 
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Railway, 23 per cent.; and the North- 
Western Railroad of Mexico, 24 per cent. 
The increase authorised for the Mexican 
Railway Company was recorded briefly in 
our February 23 issue, page 194. The 
Decree specifically excepts freight rates 
affecting metals and minerals ; the present 
rates for the transport of these products 
are to remain in effect pending further 
study and possible subsequent modification. 
The Decree also repeals the Decree of 
October 7, 1943, published on January 7, 
1944, which established maximum freight 
rates for the transport of frozen articles. 


Another Air Plan.—Propgsals for post- 
war civil air transport services between 
Great Britain and Europe have been sub- 
mitted to Lord Swinton, Minister for Civil 
Aviation, by a company called Shipping 
Airlines Limited, which represents 37 ship- 
ping companies, including some of the 
largest tramp owners in the country. It is 
stated that the group excludes those ship- 
ping companies concerned with air lines to 
South America and also those which have 
associated themselves with the British 
railways. The Chairman of Shipping Air- 
lines Limited is Mr. R. D. Ropner, a 
Director of Sir R. Ropner & Co. Ltd. (the 
managing owner for the Pool Shipping Co. 
Ltd. and the Ropner Shipping Co. Ltd., 
of West Hartlepool). 


South African Transport Policy.— 
Speaking on the House of Assembly 
recently, the South African Minister of 
Transport said that he shared the view 
that the Union was on the eve of great 
mining, industrial and even agricultural 
development, but that the general assump- 
tion that the solution of its transport 
problems was to be found in the construc- 
tion of railway lines was not justified. Rail- 
ways were expensive to build, costly to 
operate and not flexible enough to meet the 
changing economic needs of a new country. 
In almost every case the services required 
could be performed as adequately by road 
motor transport. The Minister promised 
a considerable expansion of South Africa’s 
road motor services as soon as vehicles were 
available. 


Contracts and Tenders 


Below is a list of orders placed recently by 
the Egyptian State Railways :— 

Colthurst & Harding 
paint. 

Guest Keen Baldwins Iron & Steel Co. Ltd. : 
Rails. 

Vacuum Oil Co. Ltd.: Engine oil. 

Buck & Hickman Limited: Steel strip for 
springs. 

A. Balfour & Co. Ltd.: Steel for machine 
tools. 

Hoffmann Manufacturing Co. Ltd. : Ball bear- 
ings. 

Ransome & Marles Bearing Co. Ltd.: Roller 
bearings. 

lr. Turton & Sons Ltd. : Steel bars. 


Limited: Dyes and 


Forthcoming Meetings 


March 14 (Wed.).—Royal Society of Arts, 
John Adam Street, Adelphi, London, 


W.C.2, 1.45 p.m. (Amulree memorial 
lecture). ‘‘ Industrial Relations,’’ by 
the Rt. Hon. Lord Westwood, 


March 16 (Fri.).—The Institution of Elec- 
trical Engineers, Savoy Place, Vic- 
toria Embankment, London, W.C.2. 
5 p.m. ‘‘ The Temperature Compen- 
sation of Indicating and Recording 
Instruments,’’ by Mr. G. F. Tagg, 
B.Sc. (Eng.), Ph.D. 





Stock markets were again generally firm 
ilthough only moderately active.  Gilt- 
edged reflected steady investment support 
and there were further moderate gains in 
leading industrials with stores shares and 
other post-war favourites attracting most 
attention. Home rails turned firmer and 
showed small gains on the meetings, 
which have given indications of the atti- 
tude of the railways to the problems 
looming ahead after the war. In par 
ticular, the market was pleased with the 
news that the Minister of War Transport 
has intimated that allowance will be made 
for the substantial abnormal wear and 
tear arising from the war; but the actual 
amount oi this allowance is not to be 
arrived at until after the end of hostilities. 

French railway sterling bonds were 
higher on the war news, but Argentine 
rails moved slightly lower, sentiment as 
to the latter having been unsettled by the 
latest developments between the Argen 
tine authorities and the Primitive 
Company. The main feature among 
Foreign rails was a general marking up of 
Mexican Railway securities on New York 
reports of an' offer to purchase the rail- 
way. The 6 per cent. debentures gained 
6 points at 334, the 4} per cent. deben 
tures were 1} up at 11}, and gains of 5s. 
were shown by the first preference at 55s., 
the second preference at 35s., and the 
ordinary at 30s. After firming up on the 
company’s post-war plans, Canadian 
Pacifics reacted after the shown 


Gas 


decrease 
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Railway Stock Market 


Yield considerations brought in some- 
what better support for home rails, but 
the volume of business has not been large. 
The big yields on the junior stocks are 
tending to attract more attention on the 
belief that the control agreement, with 
dividends around current levels, can be 
expected to continue for at least another 
two years and possibly for four years. In 
fact the impression is that the fixed rental 
is likely to remain in force until the whole 
question of post-war transport organisa- 
tion and control has been finally agreed. 
There is, of course, every confidence that 
the railways will do everything possible to 
ensure that their just claims and those of 
their stockholders receive due considera- 
tion. The big yields would seem to sug- 
gest fears that stockholders will be treated 
unfairly in the final.settlement; but they 
are due in a large measure to the difficulty 
of assessing the pros and cons of the out- 
look, as the future depends on many 
uncertain factors, including political 
developments, and the outcome of nego- 
tiations with other transport interest. It 
should, of course, be borne in mind that 
in agreeing to the fixed rental and war- 
time controls, the railways have not in 
any way given up their right to standard 
revenue as defined in the 1921 Act. 

As compared with a week ago, Great 
Western has improved further on balance 
from 58} to 58}; the 5 per cent. prefer- 
ence eased slightly at 119, but the guaran- 
teed stock at 133 and the 4 per cent. 
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Atfer a sharp decline, L.M.S.R. showed a 
good rally to 30}, the same as a week 
ago; the senior preference at 78 was also 
unchanged on the week, and the 1923 
preference strengthened from 59} to 594. 

L.N.E.R. second preference showed 
improvement from 30}? to 30%; there is 
now increased confidence that the divi- 
dend is likely to be maintained at last 
year’s rate during the remaining period of 
control. L.N.E.R. second preference is 
the highest-yielding home railway stock, 
and it would seem to be relatively under- 
valued. L.N.E.R. first preference rallied 
to 57}; the first guaranteed was 102 and 
the second guaranteed 95. Southern 
deferred firmed up from 25} to 25}, and 
there was investment buying of the pre- 
ferred ordinary, which at 77} was a point 
higher compared with a week ago. 
Southern 5 per cent. preference was main- 
tained at 119, and the 4 per cent. deben- 
tures at 115}. London Transport “‘C”’ 
moved fractionally lower at 66}. 

Among Argentine rails, Buenos Ayres 
Great Southern eased from 11} to 11, the 
5 per cent. preference from 25? to 24}, 
and the 4 per cent. debentures from 62} 
to 61. Buenos Ayres Western 4 per cent. 
debentures were half-a-point down at 54}. 
Elsewhere, San Paulo ordinary reacted 
from 574 to 56 and United of Havana 
1906 debentures eased to 25}. 

In French rails, Nords were higher at 
1003 with Midi 84}. Canadian Pacifics 
declined from 16} to 15}, and the prefer 


by the latest traffics debentures at 116} were maintained. ence stock was } down at 68. 


Traffic Table and Stock Prices of Overseas and Foreign Railways 


Traffic for week Aggregate traffics to date 
Totals 
Railways 
Increase or 
decrease 


Inc. or dec. 
compared 
with 1942 3 


Total 
this year 


No. of Weeks 


NU AOWANODAW 
min nim ae Bim ale ant = gahe ain i= 


£ 
8,880 
120,480 
954 


£ 
240,140 
552,313 

4,689 


£ 
249,020 
672,793 

5,643 


£ 
14,920 
4,967 
954 


£ 
38,960 Ord. Stk. 
19,700 


5,643 


25.2.45 
24.2.45 
Jan., 1945 


Antofagasta (Chili) & Bolivia 
Argentine North Eastern 
Bolivar on 
Brazil ... _ 
Buenos Ayres & Pacific 
Buenor Ayres Great Southern 
Buenos Ayres Western 
Central Argentine 

D 


wim i= l= 


6 p.c. Deb. 
Bonds 
Ord. Stk. 
Ord. Stk. 


bh—PDAWAOOWUNIDAO 


28,933 
16,934 
12,733 
30,534 


4,750,333 
7,375,200 
2,568,066 
6,530,316 


3,905,533 
6,791,266 
2,115,800 
5,654,773 


844,800 
603,934 
452,226 
875,543 


24.2.45 
24.2.45 
24.2.45 
24.2.45 


166,266 
276,200 

86,333 
206, 100 


BIN WI= ae ale 


Dfd. 

1,394 Ord. Stk. 
5,700 Stk. 

5,908 

4,733 

3,500 

$25,877 


1,144,361 
121,331 
31,928 
898,293 
224,100 
$185,167 


1,172,859 
130,194 
26,020 
764,446 
193,000 
$211,044 


24.2.45 
Dec., 1944 
Jan., 1945 

24.2.45 

24.2.45 
Jan., 1945 


34,466 
10,108 
31,928 
26,493 
7,000 
$185,167 


oO. 
Cent. Uruguay of M. Video 
Costa Rica 

Dorada 

Entre Rios ™ = 
Great Western of Brazil 
International of Cl. Amer 
Interoceanic of Mexico 

La Guaira & Caracas Feb., 1945 
Leopoldina 24.2.45 
Mexican ps. 
Midland Uruguay 
Nitrate 

Paraguay Central 
Peruvian Corporation 
Salvador 

San Paulo 

Taledl ... : 
United of Havana 
Uruguay Northern 


a 


I Mt. Deb. 
Ord. Stk. 
Ord. Sh. 


Ist Pref. 
5 p.c. Deb. 
Ord. Stk. 
Ord. Stk. 


5,023 2,592 
45,777 37 
588,600 ps. 168,600 
15,817 3,197 
5,133 6,107 
455,064 G35,862 
145,653 34,209 
c 148,000 ¢ 26,000 


10,517 
362,645 

ps. 4,367,400 
99,688 
22,202 
2,010,312 
914,951 

c 558,000- 


14,255 
348,262 

ps. 2,871,400 ps. 
103,465 
38,370 
GI ,745,867 
748,631 
c 603,000 


3,738 
14,383 
1,496,000 
3,777 
16,168 
4264,445 
166,320 

c 45,000 


South & "Central America 


Ord. Sh. 
Pr. Li. Stk. 
ref. 
Dec., 1944 
Ord. Stk. 
Ord. Sh. 
Ord. Stk. 


17,960 
1,713,421 
8,892 


22,750 
22,444 
176 


Jan., 1945 
24,2,45 
Dec., 1944 


2,960 2,960 
70,281 1,085 
1,568 17 


40,710 
1,735,865 
8,716 





Canadian Pacific 28.2.45 1,504,600 — 222,000 9,545,600 9,449,800 95,800 | Ord. Stk. 16xd £306 


Barsi Light Jan., 1945 19.755 222,862 212,917 9,945 Ord. Stk. | 1294 1274 £3107 


296 44 592,927 
139,946 


37,703,966 


607 31.1.45 22,886 501,501 91,426 


83,974 
3,442,788 


Egyptian Delta 
Manila ame o- 
Midland of W. Australia 277 
Nigeria eee ‘ . 1,900 
South Africa ... oan .. 13,301 
Victoria ‘ m 4,774 


B. Deb. 

19,645 Inc. Deb. 
374,576 

1,022,999 

1,188,999 


7,632 31 
59,634 4 
123,552 41 
212,162 


Jen., 1945 223,920 
25.11.44 
13.1.45 


April, 1944 


34,281,178 


Note. Yields are based on the approximate current price and are within a fraction of 7. Argentine traffics are given in stering calculated 


@ 15 pesos to the £ 


t Receipts are calculated @ Is. 6d. to the rupee 





